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Automatic Control— 
A Triumph of Engineering 


a ANY engineers hold that there is no sequence of 

events in a mechanism so complicated that it can- 
not be controlled electrically, and in general from some 
‘remote point or by automatic devices. 

The world marveled at the first automatic control 
of multiple-unit trains, by which one motorman could 
at will cause all the motors on each car to accelerate in 
unison. Today, that control seems absurdly simple 


® central point can not only start and stop the machines 
in an unlimited number of substations, but can get 
reports of every action taking place at each of these 
points when the equipment is operating automatically 
to take care of any set of conditions that may occur 
due to the load imposed on the stations—all without 
# the intervention of human hands. The development of 
the mechanism by which these things are accomplished 
is one of the marvels of this engineering age. _ 
| The series of articles by L. D. Bale, superintendent 
of power the Cleveland Railway, shows how the engi- 
/ neers have conquered this most complicated problem so 
that, while the actions of the parts are extremely in- 
| tricate, the one human being in charge need not bother 
with the detail but can concentrate his attention on the 
result sought. By so doing the reliability of the sys- 
tem has been increased manyfold. Furthermore, this 
‘has been accomplished with a gain in efficiency of the 
system. Such a result is worthy the serious attention 
of all electric railway men, whether or not they under- 
stand all the details through which the accomplishment 
was made possible. 


_A Street Car Exhibit 

and Its Significance 

a all point toward ’a stimulated interest in car 
KJ design development at the Cleveland convention. 
Space reservations by manufacturers and operating 
companies indicate that there will be brought together 
an exhibition of cars such as has never before been 
seen by the industry. 

Manufacturers and operators have both been busy 
uring the past year. There will be more cars shown 
than at any previous convention. But it is not in 
numbers alone that this exhibit will excel. The electric 
car is again making progress. There will be a feast 
of new ideas for railway men. Several interesting 
urprises are in store. At Cleveland there will be ample 
vidence that the industry is not headed for the scrap 


p. 
Out of this convention should come further interest in 
the replacement of obsolete cars. In Grand*Rapids and 


| when compared with the devices by which one man at a ~ 
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more recently in Memphis there has been definite proof 
of the wholesome effect of such a program on the gen- 
eral public attitude toward electric railway service. 
This transcends in its importance the immediate effect 
on riding and operating costs. It has proved to be an 
effective means of winning public interest and co- 
operation. 


Science and Engineering 
Needed in Car Development 


OISE measurement in electric railway car opera- 

tion holds. a multitude of possibilities. The 
equipment developed recently at the University of 
Wisconsin and the preliminary results obtained with it, 
as recounted in an article in this issue, show this. The 
reader undoubtedly will obtain the impression that 
much remains to be done both in development of the 
apparatus and in its use to determine and classify 
sources of noise. When this has been done, a new 
means of analysis will be available that should make 
radical improvements possible.. 

A moment’s reflection on the application of science 
and engineering to car operation and construction leads 
one to the startling realization that such application 
has been conspicuous by its absence. Since the devel- 
opment of speed-time and energy curves, years ago, 
which led to a better understanding of railway motor 
performance, there has been little else than the practical 
application of practical methods. Of course improve- 
ments have been made in motor design. Substation 
equipment has been greatly developed, and to. some 
extent new materials and new ideas have been adopted 
in electric car manufacture. But where has a searching 
analysis been made of the effect of different principles 
in car design, the effect of different types of cars on 
tracks and the counter effect of the tracks on cars, for 
the purpose of developing improvements? 

Not long ago a railway operator admitted that he was. 
vacillating between two policies in regard to car con- 
struction. At one time he believed that the high-grade 
interurbans must be operated by heavy cars that, due 
to their enormous weight, would damp out noise and 
vibrations. At other times he admitted that the econ- 
omies of light-weight equipment and the easy riding 
qualities of this type of construction held a strong 
appeal. On this operator’s property may be found new 
cars of both types. Upon what can this operator base 
his judgment? No one has determined by actual meas- 
urement whether or not a properly designed light- 
weight car could ride as easily as a heavy car. No one 
has determined how much less is the shock on both 
rolling stock and rails when cars of light weight are 
used. 

The only criterion that exists with regard to noise 
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is opinion. Opinion is valuable but not always con- 
vincing. In a court of justice-it seldom is accepted, 


save as a last recourse, and then with many qualifica- 
tions.. Facts are the basic evidence that carry. weight. 
And facts based on the application of science and 
engineering are badly needed to help in the develop- 
ment of the electric car to the position that it should 
and must hold. 


Europeans Are Experimenting 
with Bevel Drive for Cars 


REAT interest should attach to the trials in Europe 
of bevel-gear drive for street railway cars. The 
general idea is not new, but the universal use of this 
kind of drive on automobiles has undoubtedly given an 
impetus to this form of construction. The construction 
of some 475 cars of this kind for Paris and others else- 
where in Europe shows that the application of this drive 
to street car propulsion has gone beyond the experimental 
stage. The differential form of axle construction, used 
with automobiles, has not been considered necessary in 
these cars. A solid axle is used for each pair of wheels. 
The chief advantages claimed for bevel-gear drive 
for electric cars are: Reduction in total weight, amount- 
ing to from 15 to 20 per cent; a reduction in the 
unsprung weight of from 30 to 35 per cent; consequent 
reduced energy consumption and longer life of roadbed; 
better braking with reduced effort because the brake- 
shoes are applied to a drum on the motor shaft; reduc- 
tion in height of car floor over the street level because 
of greater freedom in motor design. 

It is somewhat notable that practically no change has 
been made in the position of the street car motor in this 
country during the last 40 years, or since Sprague first 
mounted it with journals on the axle. It may also seem 
strange that such a radical development should have 
been carried to the extent it has in Europe without more 
effort being made in this country to determine the pos- 
sible advantages of this method of construction, in view 
of the far greater extent of the electric railway in- 
dustry in this country than abroad. 

The latter condition may be due, at least in part, to 
notable differences in manufacturing methods here and 
in Europe. : These differences in some respects work to 
our advantage and in others to our disadvantage. They 
consist primarily in the practice here of manufacturing 
on a large scale with standardized parts as compared 
with the so-called ‘hand’ manufacturing methods in 
Europe. Thus, for instance, an American achievement 
is the manufacture by machinery of millions of good 
watches which can be sold at a low price; Switzerland’s 
achievement is the manufacture of a smaller number of 
hand-fitted, higher grade watches at a lower price than 
the similar grade of watch could be made in this 
country. The same principle applies in automobile 
manufacture here and abroad. 

We do not know yet that the bevel drive for street 
cars is a permanent development. We do know, how- 
ever, that if American electric railways are to utilize all 
of the possible improvements in their field, research 
work must be as active on this side of the Atlantic as 
on the other. It may be less easy here to change stand- 
ard types of equipment, but at least we cannot afford to 
overlook the possibilities of radical improvements in 
design of electric railway equipment, such as the bevel 
drives for single-truck cars may be. 
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Consider the Value, Not the Source, 
of Suggestions! 


WO- notable articles were published recently in 

ELECTRIC RAILWAY JOURNAL recording contributions 
made by women employees to the progress of utility | 
organizations. They are not the first of their kind, | 
but each of them carries a message to officials and | 
personnel. The subject which Mrs. Mary C. Best dis- | 
cussed in the issue of Aug. 28 and that which Alice | 
Schuetze took for her text in the issue of Sept. 4 are} 
dissimilar, but each of them made her points well. Mrs. | 
Best’s “What One Car Said to Another” offers much} 
food for thought. It is true that the idea in the analogy 
which she used is not new, but the clarity with which! 
she made her points in contrasting the old with the’ 
new commends her comments highly. Her remarks, i 
would seem, should afford valuable publicity material, | 
particularly to the operators of one-man cars. Miss 
Schuetze’s contribution was of another kind. It recalls| 
that the hand which rocks the cradle still rules the 
world, and the author shows some of the few ways) 
in which it is done. The point she makes is a good one, | 
that even the women who leave the utility industry for | 
marriage continue to carry with them a message from 
the utilities to their neighbors, their club members and 
their families. These, of. course, are some of the util-| 
itarian values behind what these women have said, but § 
their remarks have value entirely aside from this— 
value that shows the amount of real imagination and) 
thinking many of the carefully selected female em-| 
ployees are putting into their work. This is something | 
that it is feared not all men, even in this day and 
generation, appraise at its full worth. 


Giving Away 
Other People’s Money 


LATFORM men in the employ of the Cincinnati] 

Street Railway have been insisting that they have® 
their pound of flesh. And they have got it. They have 
got it through an arbitration award which will cost 
the company an additional $300,000 a year. Under 
conciliation they could have had an award of an 
increase of 1 cent an hour, but this they rejected. 

In insisting upon getting their pound of flesh—and 
the expression is used to connote the worst—the men) 
acted deliberately. It was to be expected that they® 
would, but hope springs eternal in the human breast, 
when the mind is not obsessed with the idea of getting 
all one can, that labor may some time display a spirit] 
of mercy. This is said not because of gullibility with 
respect to the motives that prompt labor, but because 
here was an unusual case. 

It is one thing to say that the finding has been mate 
that it was in accordance with the evidence, and that™ 
the conditions it imposes should be borne and borne 
with grace. It is even granted that each side goes 
into a case of this kind fortified to uphold its con-§ 
tention, and that it is to be presumed the side against 
which the award weighs has failed to sustain its con 
tention. There are many more things that might be said 
in extenuation of the policy of accepting the finding§ 
and saying nothing about it. Despite all these things 
the thought persists that in this case the insistence of 
the men was ill-advised. 

The circumstances in Cincinnati are peculiar. Less 
than a year ago the complicated arrangement was 
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unscrambled under which the local lines there were 
operated. Under the former arrangement, with economic 
conditions prevailing from which there was appar- 
ently no, escape, a fare basis was reached that was 
onerous to,the.users of the service. Finally came the 
agreement under which the leasing arrangement 
between the Cincinnati Street Railway and the Cin- 
cinnati Traction Company was terminated and a new 
start made. That is all a matter of public record. In 
the present arbitration, the employees chose to dis- 
regard these things or not to heed them, and the two 
arbitrators who fixed the award, if they took the matter 
into account, must have minimized the effect of their 
findings on the company’s ability to rehabilitate itself. 


From the purely selfish point of view all this may be 


justified, but the feeling persists that Mr. McKnight 
was right when he said that “giving away other 
people’s money may bring a pleasant thrill with it, 
but this does not justify awards that are economically 
unsound and hazardous.” That is how the company 
arbitrator looked at it. That is how ELECTRIC RAILWAY 
JOURNAL looks at it. There may be some additional 
economies in operation which the company can put into 
effect, but despite this, the conclusion appears to be 
inescapable that the company’s arbitrator was correct. 
So far as the men are concerned, they still have a chance 
to show that all is not self with them by rendering a 
super-service that may make it possible for the company 
to absorb some of the cost that the award has imposed. 
Under the circumstances, it will be a delicate test to 
which they will be exposed. 


Most Men Wake Up 
When Their Pocketbooks Are Touched 


OST people do not worry greatly about the troubles 

of others. Indeed, La Rochefoucauld has said: 
“In the adversity of our best friends we often find 
something which does not displease us.” 

It may be that this somewhat cynical observation 
explains in part the attitude of the public to the street 
railway companies in connection with fare questions. 
now happily largely in the past, as well as the more 
‘modern problem of street congestion. The increases 
in fares of a few years ago were admitted to be neces- 
sary to public and carrier by those who had given 
Serious consideration to the subject, but despite this 
public interest they did not come in most cases as the 
result of popular demand. It was only when an im- 
partial commission granted them as a matter of justice 
or when the public came to realize that without an 
increase in fare the cars would stop and the community 
would no longer have an essential means of transport 
that higher fares were established. 

Much the same explanation can now be given of the 
public apathy in connection with the parking evil in 
busy streets. Railway companies and others who have 
given study to the subject realize that with the amount 
- of traffic greatly increased the effective width of the 
street is being cut down by a quarter to a half because 
_ automobile and truck owners use the streets for storage 
_ purposes. Still the public continue in their easy- 
_ going methods, thinking that after all it is some one 

else’s worry, and that they personally are not affected. 
The only way to wake these people up is to explain 
to them their really vital interest in the matter. This 
plan is now being followed in New York City, where 
a recent traffic investigation has shown that the cost 
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per inhabitant for avoidable street congestion is at 


, least $33 a year. 


This figure is based on a report of the Fifth Avenue 
Association issued some time ago. When put in con- 
crete form it becomes a very strong argument with the 
average citizen for some reform. Window announce- 
ments on the New York Railways cars therefore bear 
the words, ‘Traffic Delays Cost You $33 a Year,” while 
the inside of the poster explains to the car rider how 
this figure is obtained. 

The campaign for clearer streets is bound to be a 
long one, but it must be successful in the long run, as 
better conditions will benefit all. 


Chicago’s House-to-House 
Passenger Canvass 


ORE attention than it apparently has received so 

far among electric railways is deserved by the 
house-to-house campaign conducted by the Chicago 
Rapid Transit Company. Counts have been made before 
among passengers of electric railways and canvassers 
have solicited from door to door in more than one in- 
stance, but the Chicago undertaking stands out as prob- 
ably the most pretentious of its kind. 

Figures of the canvass reproduced elsewhere in this 
issue are very interesting. Only 7 per cent of those 
interviewed were unfavorably disposed toward the com- 
pany and about 1 per cent hostile. The reason for this 
hostility was deduced by the survey to show that the 
biggest factor was the personal service of the individual 
employee. That was mighty interesting. The com- 
pany accordingly set about the work of spurring its men 
on to greater and greater effort, and the campaign 
was not only accepted with grace by the men but pro- 
voked enthusiasm to do even better than before. 

’More than a year ago the company staged its pas- 
senger partnership campaign, in the course of which 
about $5,000,000 of stock was sold locally, mostly among 
the company’s riders. That did much to cement the 
community of interest between the company and its 
patrons, fostered before that in many ways, particularly 
by advertising the facilities of the company and the 
service, to say nothing of the modernization of the 
system physically with respect to new cars, improved 
station facilities and other changes. 

Of course, the disposition of the so-called intelli- 
gentsia among car riders everywhere to sneer at all 
such movements will probably persist despite the tan- 
gible evidences already discernible of the efforts being 
made still further to improve public relations, but the 
fact remains that the contacts previously made between 
the company and its patrons and those fostered by the 
more recent canvass have been strengthened. 

As indicated before, there has been plenty of evidence 
on the part of the company of its willingness to improve 
the physical property. So the patrons apparently ap- 
preciate that they are benefiting no less than the 
security holders. The obligations of the two have, of 
course, always been mutual, but in the past the dis- 
position too frequently has been for one or the other, 
and sometimes both, to lose sight of this. To sum up, 
the canvass recently made and the campaign conducted 
among its own men show that the Chicago company has 
been studying its market and studying it carefully with 
profit to its patrons. This means profit to itself, not 
all tangible; perhaps, but still profit—profit in its 
broadest sense. 
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Paris Uses Bevel Gear Drive Extensively | 
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Light-Weight Cars of This Type Are 
Widely Used by Société des Transports 
en Commun de la Région Parisienne 


Four Hundred and Seventy-five Cars of This Type Are in Use or on Order—More 
than Four-fifths of Entire Weight Is Spring-Borne—Tests Show 
These Cars to Be Economical in Operation 


Europe, though practically unused in America, 

is the Cardan drive for electric railway cars. 
Previous articles in the JOURNAL have told about differ- 
ent installations with this drive, particularly in France 
and Switzerland. This lends interest to an extended 
article in the May 26 issue of L’Industries des Voies 
Ferrées et des Transports Automobiles which sums up 
the progress to date along this direction, particularly in 
Paris. Here the modern application of bevel gears to 
electric street cars seems to have begun with an ex- 
perimental car built in 1921. Others of somewhat dif- 
ferent construction followed and now 475 motor cars 
of the type known as “L” have been in use in Paris 
for about three years and eight cars of the same type 
have been in operation in Nice for a year or more. All 
were built under the patents of the Scemia Company 
(Société de Construction et d’Entretien de Matériel 
Industriel et Agricole) of Paris. 

The abbreviation “L”’ stands for “light” because these 
cars are lighter in weight than the former standard 
equipment. The latest type “L” car, as used in Paris, is 
a four-wheel, center-entrance car with the following 
main dimensions and details: 

Wheelbase, 11 ft. 10 in. 

Seating capacity, 49 passengers. 

Complete weight empty, 28,380 lb. 

Weight per seated passenger, 580 Ib. 

Weight of body (with motors and equipment) 20,900 Jb. 

Unsprung weight, 4,180 lb: 

Deflection of spring support, 0.18 in. per 1,000 lb. 

The car has a chassis on which the body is supported, 
as shown in the accompanying illustrations. 

The chassis is made up entirely of rolled shapes to 
secure lightness, the longitudinal members being one 
piece connected by cross girders and large gusset plates. 


A DEVELOPMENT extending rather rapidly in 


All of its weight, however, is spring-supported on the 
axles through a system of horizontal and vertical 
springs, both semi-elliptic and helical. 

The vertical spring support is obtained, as shown in 
an accompanying illustration, by semi-elliptic springs 
attached at their center to the journal box, while their 
ends support the car body and equipment through verti- 
cal helical springs. These latter take up small shocks 
from the track which cannot be absorbed by the large 


leaf springs. The total flexibility in a vertical direction 


COMPARATIVE PERFORMANCE RECORDS WITH TYPE “L” CAR 
AND STANDARD CAR ON TRUCK 
Economy 
Gained by 
Motor Caron Truck Type “L” Car 
“L” Type Motor Car Standard Type Total 
Energy Energy Energy 
Consumption Consumption Con- Per 
Per ‘Per sump- Ton- 
Weight Ton- Weight Ton- tion Km. 
Condition of Metric Total Km. Metric Total Km. Per Per 
motor cars Tons Kw.-Hr. Watts Tons Kw.-Hr. Watts Cent. Cent. 
Motor carempty 13,180 9,520 63.5 15,500 11,300 64.0 15.7 0.78 
Motor carloaded 16,060 10,720 58.7 18,250 12,320 59.3 13.0 1.01 
Motor car and 
trailer.) «cee 29,320 19,080 57.2 36,600 20,850 58.0 8.0 1.38 


of these springs, as stated, is about 0.18 in. per — 


1,000 lb., or about double that of an ordinary motor car 
on standard trucks. 


Transverse shocks, which occur while the car is — 
rounding curves or passing over bad joints in the track, _ 
are absorbed by the resistance provided by the 
spring links connecting to the ends of the leaf springs — 


and the chassis, as shown in the illustration. This sys- 
tem of spring support is so flexible that a single man 
can make the body of the car oscillate. This system of 
support is the same as used on many automobiles and 
has been found to give comfortable riding. 
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The driving equipment 
for each of the two axles 
consists essentially of the 
following four parts: 

1. The driving equip- 
ment, consisting of the axle, 
the pedestal bearings and 
the bevel gear, these vari- 
ous parts being fully in- 
closed in a casing. 

2. An electric motor, sup- 
ported entirely on the 
chassis. 

38. A driving shaft with 
universal coupling, connect- 


mechanism and permitting 
free play of the motor about 
the axle. 

4. Links transmitting the 
effort of propulsion from 
the driving equipment to 
the chassis. 


DRIVING EQUIPMENT 


The driving equipment is 
shown in an accompanying 
illustration and consists of 
(1) an axle carrying the 
bevel gear and the car 
wheels and (2) an oil-tight 
casing which surrounds the 
gearing and forms a sup- 
port for the axle pedestals. 

To insure the bevel gearing functioning correctly, it 
is necessary to have the axes of the bevel pinion and 
the bevel gear keep an invariable position, the one with 
respect to the other. This is accomplished in the fol- 
lowing way: 

The bevel pinion is carried on a shaft whose outer 
end passes through a thrust bearing in the casing, 

“while the inner end is supported by a bearing in a 
swiveling collar mounted on the axle, and kept in posi- 
tion with respect to the gear by a shoulder on the axle. 
Though wear takes place the axes of pinion and gear 
remain in the same plane. Angular displacement of the 
pinion axis with respect to the gear is provided for in 
the thrust bearing. The bevel gear is made in two 
parts which are mounted on a hub of forged steel, 


A Well at the Center Reduces the Step 


Underframe of Paris Light-Weight Car Showing Position 
of Motor and Cardan Drive 


pressed on the axle. Both 
oil and grease are used for 
lubrication. The bevel gear 
revolves in a bath of oil; the 
oil is distributed by grooves 
to adjacent bearings. 


MOTOR 


The motor is of the ven- 
tilated type with box frame. 
At 550 volts and 800 r.p.m. 
on a one hour’s rating the 
output would be about 50 
hp. The weight is 720 kg. 
(1,584 Ib.) or 144 kg. (31.7 
lb.) per horsepower. As 
already explained, the mo- 
tors are mounted directly 
on the chassis and are thus 
entirely spring-supported. 

Ball bearings are used 
for the armature and these 
bearings are installed in the 
end housings, which are 
bolted to the frame of the 
motor. To remove an arm- 
ature, only the rear housing: 
has to be unbolted. The 
ventilating fan is mounted 
on the armature shaft on 
the end opposite to the 
commutator. 

Since the motors are at- 
tached directly to the chassis 
they are subject to all of its transverse and vertical 
oscillations. Hence, to maintain the alignment between 
the motor and the gearing, it is necessary to have a 
flexible coupling which allows free play to the suspen- 
sion so that the movement of the motor will. have no 
effect on the alignment of the gearing. This is accom- 
plished by equipping the transmission shaft at each end 
with a flexible coupling, made up with rubber gaskets. 


BRAKING EQUIPMENT 


Braking is done not against the wheels but by brake 
shoes which are forced by levers against a drum keyed on 
the pinion shaft. There are, of course, two pinion shafts, 
so there are two sets of brakes, one on each shaft. 

The brake levers are arranged vertically on each 


Height While Leaving Space at the Ends for Motors and Driving Mechanism 
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By This Arrangement of Springs the Unsprung Weight Is 
Kept Down to a Minimum 


side of the drum and are attached at their lower ends 
to the casing, permitting movement for the application 
of the brake shoes. In order to provide for the wear 
of the shoes, the latter are pivoted at one point on the 
brake lever so that their wear is even over the entire 
face, irrespective of the position of the brake lever. An 
adjustment provides for taking up the wear of the brake 
shoes. 

This method of braking is about three times as effec- 
tive as that of braking on the wheels, as can be shown 
by a simple calculation. The rate of speed of the motor 
shaft as compared with that of the car wheels is 69 to 
1f, but the diameter of the drum is about 425 mm., as 
compared with 815 mm. diameter of the wheels; (69 
x425) — (11x815) equals somewhat more than 3. 

The brakes can be operated by hand or pneumatically 
from either end of the car. 

The compressor motor is of the series type, revolving 
at 1,100 r.p.m. and of 23 hp. 


CONTROL AND COLLECTOR 


The control equipment contains no special features. 
It has nine operating positions and four rheostatic brak- 
ing positions and has been especially designed to reduce 
its weight, which has been brought down to 104 kg. 
(229 lb.). 

The current-collecting apparatus consists of a plow 
for operating in the conduit and also a trolley for use 
on the overhead system. 


OPERATING RESULTS 


The new method of drive shown has given good re- 
sults from the standpoints of both light weight of 
equipment and reduced maintenance. The results of 
some comparative tests with this type of “L’”’ car and 
of the latest previous type of car with a single truck 
under exactly the same conditions are given in the 
table on page 408. 

Other tests showed that at the same speed the trac- 


Conduit Plow Carried Midway between Wheels and -Capable of 
Being Raised and Lowered by Rack and Pinion 
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tive effort per ton was about 5.4 per cent less for they 
type “L”’ car than for the car equipped with trucks. 

The two cars were of exactly the same dimensions.) 
The type “L” car used for the test had operated since) 
being put in service 2,335 km. (1,460 miles) and con-, 
sequently at the time of the test was in good operating} 
condition. The other car, mounted in the usual way™ 
on a single truck, had run 2,000 km. (1,250 miles) after], 
having received a general overhaul. It was equipped} 
with two motors and presented the following general| 
characteristics: 

Capacity of each motor, 55 hp. 

Potential, 550 volts. 

Current rating, 88 amp. 

Motor speed, 450 r.p.m. 

Gear reduction, 71:17. 

Tests were carried on with these two motor cars) 
operating singly and then each hauling a trailer which} 
was in good operating condition. The equipment was’) 
inspected in detail and was lubricated daily during | 
the test. Tests were made with the cars empty and | 
also loaded with 65 kg. (140 lb.) per seat. 

The trial runs were made in the suburbs of Pari 
so as to get track free from street congestion and per- 
mitting regularity of operation. The profile varied from | 
level to 4 per cent grade. The length of run was 11. 375 | 
km. (7.1 miles) and included 31 stops. The run was) 
made in 34 minutes and the schedule speed was) 
15.5 km. (9.7 miles) per hour. 


MAINTENANCE 


It is believed that there will be a considerable reduc-} 
tion in maintenance owing to the lighter equipment. Al 
striking feature of these new motor cars is the ease| 
with which they pass around curves of short radius on} 
account of the radial action taken by the axles in respect 
to the car body. The result is a much decreased wear # 
of track and tires, notably the latter, and an increase. 
has been noted between re-turning of tires of from) 
20 to 30 per cent in car-miles for the motor cars with | 
these axles as compared with those with rigid axles. 


REDUCED LUBRICATION COSTS 


With this type of motor with Cardan drive, the num- 
ber of places requiring lubrication is much less, so the! 
amount of lubricant required is less, as well as the time | 
required in applying it. A number of inspections show 
that the gain in time required in lubricating amounts 
to 50 per cent and in quantity of lubricant used to 18 
per cent. : 

BRAKESHOE EQUIPMENT 


The decrease in weight of the braking parts is not § 
the only advantage which follows the method of brak- § 
ing on a drum. There is a gain also in the life of the § 
brakeshoes. The ordinary type of brakeshoe applied § 
on wheels is subject to rapid wear on account of the | 
high pressure of the shoe against the wheel (in the 
order of 15 kg. per square centimeter), by the condi- | 
tion of the surface of the tire, which is apt to be © 
rough in winter, when sand is often employed, and the § 
effect of the sand on producing wear when it is between § 
the tire and the shoe. Thus, one company with a large 
traffic reports that the average life of its brakeshoes is 
only from one month to five weeks. : 

With the type of brake used on these cars, on account 
of the higher speed of the motor, the pressure of the 
shoe on the drum can be greatly reduced, namely, to | 


a | 


ras 
vine! 
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Parts of the Equipment of Car with Bevel-Gear Drive in Paris 


At top, left—Bevel gear and pinion with air tank. 
+ upper half of casing removed. supported. 
In center—This view shows the frame Below—The 
which supports the floor, together with the 
)) car motors, the compressor motor, and the 


about one-sixth that required with the wheel shoe. In 
| addition, the drum is protected against deposits of mud 

and dust so that it preserves its original surface. The 

life of the brakeshoe is thus increased to about four 

/months on the average; that is to say, the life of the 

brakeshoe from this reason is about four times that of 
) shoes used against wheels, but the weight of the metal 

‘worn away is reduced in the ratio of one-tenth. 

_ With the “L” type of car the brakeshoes can be ad- 
'justed while the car is at the end of the line and it is 
not necessary to put the car over a pit. Brakeshoe re- 
newal takes somewhat longer than with the ordinary 
type of shoe, but it : 
should be remembered 
that the shoes wear four 
times as long as with 
shoes applied to wheels. 
The result of experience 
shows that the total 
saving in time in shoe 
renewal amounts to 
about 50 per cent. 


One of the 475. 


MotToR REPAIRS 


_ The replacement of 
motors on this type of 
motor car is simple. It 
is necessary only to 
emove the four bolts 


All of this weight is flexibly 
running gear, 
gear and gear casing mounted on axles and 
brake rigging mounted to act on driving 


Cars 


Bevel Gear Drive 


shaft. The mechanism at the center in the 
lower view is the conduit plow. 

At top, right—The brake shoes do not 
act against the wheels, but against a drum 
on the driving shaft. 


with bevel 


which attach the motor to the chassis and disconnect 
the intermediate shaft with the elastic coupling. The 
motor is then dropped down on a hoist and a new motor 
is inserted in the same way. A change of motors in 
this way can be accomplished by two men in a half day. 
If done at night, when the car is not in service, no use- 
ful time of the car is lost. 

Where wheels are to be turned down on a wheel lathe, 
the car body is jacked up and the wheels taken out with 
their gearings. But the motor does not have to be 
removed from the car. The whole axle, with gear 
mounting, is then put in the lathe. The time required to 
dismount a pair of 
wheels, turn them down 
and replace them takes 
the time of two work- 
men for half a day. 


with 


CONCLUSIONS 


The following advan- 
tages are claimed: 

Reduction in total 
/ weight of the cars by 
> the elimination of the 
_ truck weight. In the 
car and equipment this 
amounts to from 15 to 
20 per cent in motorcars 
of the same capacity. 
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A reduction in the non-flexibly supported weight of 
the equipment on account of the attachment of the 
motors to the chassis. This has been figured as a reduc- 
tion in weight of from 30 to 35 per cent in motor cars 
of the same capacity. 

A reduction in motor size and energy consumption. 

Better braking with reduced effort, reduced weight 
of braking equipment and reduced wear of brakeshoes; 
shoe adjustment more easy and less frequent. 

Finally, the new type of car, owing to the great lati- 
tude permitted as to the length of wheelbase and because 
of the low floor available with this construction, permits 
the use of center or end entrances, hence allows a car 
design which is best adapted to the conditions on each 
property as well as a seat arrangement best fitted to 
local conditions. From these advantages it is possible 
to conclude that this new type of motor car has a 
definite future. 


New Style Uniforms for P-O Men 


INDING that the blue serge or broadcloth, for many 

years the standard for uniforms, was not only more 
expensive but harder to keep clean than some of the 
newer materials, officials of the Pennsylvania-Ohio Elec- 
tric Company decided to make a change. A sample 
uniform of gray whipcord was made up for Inspector 
Enyeart of the Youngstown Municipal lines and in the 
course of a few weeks he attended several safety com- 
mittee meetings in Youngstown and also the various 
cities served by the company. 

Two general types of uniform were made standard, 
one for car operators, consisting of coat, vest and regu- 
lation trousers, and one for bus operators, substituting 
breeches and black puttees for the regulation trousers. 
Many of the men were so pleased with this change of 
uniform that they immediately entered their orders for 
the new suits even before the local stores had an oppor- 
tunity of stocking up on them. Later the company 
decided to present each car and bus operator with the 
initial uniform in order to effect the change as quickly 
as possible. 


Three of the Seven Inspectors on the Youngstown Municipal Lines Equipped in Their New Standard Uniform of Gray Whipcord. The 
White Cap Is the Distinguishing Mark of the Inspector. 


by Inspectors on Hurry Calls to Points of Trouble 
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This Gray Whipcord Three-Piece Suit Is Now the Standard of til” 
Pennsylvania-Ohio Electric Company a 


At left, car operator’s uniform, At right, bus operator’s. of q 


The accompanying pictures illustrate the standard ca 
operators’ type of uniform, the bus operators’ and th 
inspectors’ as well. The inspectors’ uniform differs 
that a white cap is used as a distinguishing marl 
On the front of the cap is fastened a metal shield wit 
the insignia of the company. The only place where thy 
trainman’s number appears is on the back of the shiel@ 
so that it is not visible unless the shield is remove 
from the cap. 

Three of the inspectors are shown standing in fro 
of one of the runabouts assigned to the inspectors. B} 
these cars an inspector may get to a point of troubl 
quickly. This is considered essential in rendering th 
quality of service now provided in Youngstown. 


7 


The Runabout Is One of Several Used 
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OISE of street car oper- 

ation has been meas- 

ured during the last 
1 year by a device developed at 
} the University of Wisconsin. 
‘The results indicate many pos- 
sibilities. Because this work 
was apart of the preparation of 
thesis, it was naturally allot- 
edalimitedtime. About two- 
thirds of the year was spent 
the development and con- 
‘Struction of a practical meas- 
uring equipment that would at 
once be portable and yet prac- 
tically unaffected by vibration 
or other extraneous conditions 
urrounding the actual use of 
the apparatus. Only a brief 


ie 


‘period was left available for actual tests, but many noise 

Measurements were made of car operation in Fond du 

Lac, Sheboygan, Milwaukee and Madison. 

The results accomplished and the tests made, as given 

in this article, are of significance in that they indicate 

the extensive possibilities that can grow out of the 
further development of this method, rather than in the 
intrinsic value of the tests themselves. 


*Professor of .electrical engineering University of Wisconsin,’ 
{Chicago Rapid Transit Company. , 
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By James Theron Rood* and Kent E. Wooldridget 


The Amplifying and Detecting Apparatus Is Compactly Mounted in a Box so that It Is Portable. 


Supports to Eliminate the Effect of Vibration 


EDD ORS NO TE 


Kent E. Wooldridge, a graduate student of the 
University of Wisconsin, was selected by the Elec- 
tric Railway Section of the Wisconsin Utilities Asso- 
ciation to hold for 1925 the fellowship established 
by that group of railway operators. The subject 
assigned was the study of noise in the operation of 
electric cars. 

The work was carried on during the college year, 
in which time Mr. Wooldridge specialized in electric 
railway operation under Professor Rood, who spent 
considerable time with Mr. Wooldridge in the de- 
velopment of this equipment. Results of the tests 
and a description of the equipment are compiled in 
a volume that is jointly a report to the association 
and a thesis on which Mr. Wooldridge received his 
master’s degree. 

Since graduation, last June, Mr. Wooldridge has 
been employed by the Chicago Rapid Transit Com- 
pany as a cadet engineer. 


Equipment Based on Radio Principles Developed at University of 
Wisconsin Through Electric Railway Fellowship of Wisconsin Utilities 
Association — Startling Possibilities Seen in Comparative Tests — 
Experiments Were Conducted on Several Wisconsin Street Railways 


Tubes Are Mounted on Flexible 


Investigations in the meas- 
urements of sound have here- 
tofore been conducted in labo- 
ratories and were of scientific 
value only. Very recently the 
telephone companies have 
made studies and measure- 
ments of sound in connection 
with voice transmission and 
within the year there have ap- 
peared descriptions of similar 
tests applied to the automotive 
industry. The work at Wis- 
consin, however, has been de- 
voted directly to the study of 
noise produced in electric rail- 
way operation, both in regard 
to its quantity and its source 
or cause. 


The apparatus designed and constructed at the uni- 
versity is based upon the principle of sound amplifica- 
tion used in radio reception. 
fundamentally a three-tube set with the elements se- 
lected to give a fairly constant relationship of sound 
received to energy measured independent of the fre- 
quency or type of the sound waves. 
tensive tests of several types of amplifying transformers 
and loud speakers as well as studies of tube characteris- 
tics to obtain uniform results in the measurements of 


In fact, the equipment is 


This required ex- 
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The Graphical Attachment Is Hand Operated 
The movements of the micro-ammeter needle are followed by 


an operator, always keeping the pointer on the gear wheel oppo- 
site the needle. The pen attachment, shifted in accordance with 
the movement of the gear wheel, produces a graph on the paper 
tape that is moved at a constant rate of speed by the clockwork. 


sounds of different frequencies as well as different in- 
tensities. The loud speaker was found to give more 
proportional variation between sound received and 
sound measured than any other element of the appa- 
ratus. It is believed that some of the better micro- 
phones used in radio broadcasting have characteristics 
that would give more uniform results, but such equip- 
ment was not available for these tests. 

As shown in the wiring diagram, a loud speaker is 
used for the pick-up of the sound or noise to be meas- 
ured. The loud speaker element acts as a generator 
to produce a current of varying intensity in proportion 
to the sound. This small induced current forms the 
input to the first of two stages of amplification, two 
stages of transformer coupling being used. The cur- 
rent is detected or rectified by the third tube. The 
output is then measured by a micro-ammeter. 

In order to produce a graph. giving a continuous 
measurement, a mechanical equipment was constructed 
that consists of wood gear wheel having approximately 


Speed-Noise-Curves 
Sheboygan Car No. 17] 


Madison Car No. 119 


No 
al 


Micro-Amperes) 


we 
is) 


Amplitude (Timesil0 = 
oO 


Average Miles per Hour 


Speed-Noise Curves for Three Tests on Two Different Cars Made 
in Madison and Sheboygan, Wis. 
Curves 2 and 3 are on the same car run over different track 
construction. Curve 8 is for a different car and in a different city. 
Curve 1—Madison—72-lb. 6-in. tee rail on wood ties set in 12 
in. of coricrete reinforced with wire mesh, concrete paving. 
. Curve 2—Sheboygan—80-lb. A.S.C.E. tee rail on Dayton steel 
ties in concrete. 


Curve 3—Same as curve 2, but with Carey Elastite rail filler 


used on each side and on the bottom of the rails. 


the same radius as the ammeter needle. ‘This gear 
engages in a rack, also constructed of wood, which is 
connected to a pen that rests on a paper chart moved at 
a constant rate by clockwork. By moving the gear 
wheel forward and backward it was found that the 
variations of the micro-ammeter needle could be fol- 
lowed quite closely, with the result that a continuous 
record could be obtained of the noise produced over a 
run as long as desired. The determinations of speed § 
in the tests were only approximate. When the car § 
passed each street corner in a given run an operator 
marked the edge of the chart correspondingly. The 
average speed in that block could then be calculated 
from the known distance covered and the length of the 
tape, which was proportional to its speed. 

All of the tests made were under like conditions of — 
A, B and C battery voltage so that they were directly 
comparable. Since there is no standard of noise that 
can be readily used, the method of using this type of 
equipment is to establish relative values, for different 
kinds of track construction, different kinds of cars and 
different kinds of apparatus used on the cars. The. 


NOISE MEASUREMENT DATA TAKEN IN. SHEBOYGAN AND 
MADISON, WIS. 


; Micro- _ Relationship,. 
Curve City Amplitude. Amperes per Cent 

3-3 Bheboygansw ae series ae tans 13.9 1,530 100 

2%. Sheboygan? nn aoe eu 16.75, 1,840 121 

I} Mindigonsia. ots acres 23.5 2,585 169 


Comparison at 20 m.p.h. 


values can either be expressed in terms of micro-am- — 
peres or in per cent, using one set of conditions as a base.. | 

For instance, the apparatus can be set up in a car: 
and operated over different types of track construction | 
on a property and at several speeds, so as to, determine: 
the relative value of the noise produced on. each. 


PRELIMINARY RESULTS PROVE INTERESTING 


Several typical examples of tests.made are reproduced 
in curve and tabular form. Certain conclusions have: 
also been made based on the several tests, conducted on 
the different properties in Wisconsin, some of which. 
are of interest: © ; 1 

1. Cars running at the same speed over the same: 
track transmit to a passenger’s ear about 33 per cent. 
more noise with the windows open that when they are- 
closed (the apparatus is placed in the: car. so that the: 
load speaker pick-up is in the center of the car about. 
at the position of a seated passenger’s ear). This test 
gives an indication of the noise-insulating value of the: 
car itself. 

2. With the same car run over paved ttack ‘of the: 
same general type a part of which is constructed with. 
rail insulation of a mastic nature and a part without | 
such insulation, the mastic insulated rail construction. 9 
showed a reduction of 20 to 25 per cent in noise when. 
running at 20 m.p.h. 

3. The noise produced increases at more than twice’ | 
the rate of speed, roughly in the order of the 1.25 power | 
of the speed. 

4. Tests made on cars equipped with different types 
of gears were considered insufficient to report relative © 
values. It is certain, however, that there is a wide: 
field of opportunity to accomplish noise reduction by ~ 
the use of quiet running gears. The tests indicate a. 
reduction in noise. 

5. Comparisons of tests under widely differing con-- 
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ditions indicate a reduction in noise heard in the car 
due to the use of monolithic flooring, rubber cushions 
under the center plates and insulated side sheathing. 


NOISE ANALYSIS POSSIBLE WITH OSCILLOGRAPH 


A few tests were made to analyze the production of 
noise over a fraction of a second. The loud speaker 
pick-up was installed in the middle of a city block and 
wires were run to the laboratory, where the output 
circuit of the measuring equipment was connected to 
an oscillograph. One of the oscillograms is reproduced. 
The lower curve is a 60-cycle wave from the lighting 
circuit imposed on the chart for the purpose of measure- 
ment. The upper curve is a record of the noise pro- 
duced as the car passed the loud speaker. Tests such 
as this may be made of value if further developed in 
> analyzing the types of sounds that all mingled together 
» produce the resultant noise of operation. By the use 
| of harmonic analysis the various frequency components 
and their relative amplitudes can be determined. 

_ Most of the work done, however, was in the measure- 
ment of noise through the deflection of the micro- 
| ammeter needle. Because this is a greatly damped in- 

| strument compared to an oscillograph, it responds only 
to the different volumes of sound produced. When 
mounted in the car it measures the noise as heard by 
a car rider. If the same portable equipment were set 
up on the sidewalk it would measure the effective noise 
as observed by a person outside. A graph would show 
"an increase in amplitude as the car approached, reach- 

ing a peak as the car passed the instrument and taper- 
ing off as the car moved away. If the conditions of 
speed were constant this would give a relative compari- 
‘son of the noise produced by different carséon the line 
and might be a fair check as between different kinds of 
maintenance on the different cars of one type. Like- 
wise the effect of noise-deadening skirts or similar 
equipment on the car could be accurately determined. 

Using the micro-ammeter with the 
apparatus either in the car or on the 
curb a speed-noise curve can be pro- 
duced. By the use of a planimeter 
the total volume of noise can be 
measured either per block, per unit 
of constant speed or for an entire 
run, as desired. 


, NOISE STUDY AN IMPORTANT 
FACTOR TODAY 


With the coming of the automobile 
people have become educated to dif- 
ferent ideals. Comparisons of street 
cars today with rubber-tired vehicles 
bring out clearly the noise feature as 
one of importance. The human ear 
is too inaccurate to compare results 
and it seems imperative that accurate 
noise measurements must be used in 
the improvement of car operation. 
While the actual energy wasted in the 
production of noise may be small, it 
may point to equipment defects and 
is certainly the conscious or uncon- 
- scious cause of great irritation to 
SS those who ride the cars or who live 


This 


Clara Ave. 
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reproduction of an _ oscillograph 
chart covers about 1/20 of a second. The 
lower curve is the 60-cycle wave imposed 
on the chart, for time measurement, the 


Average speed /2.3 mph. 


pea testes GED Neel Iset 


A Typical Graph Produced in a Measurement Taken in One of the Oars 
: at Sheboygan, Wis. 
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Loud Speaker Amplifier | Detector Measure-| 
Sound, Pick-up : ment 
10:1 ©X299 54, CX299 3) _ €X220 | Micro- 


armmeter 


Diagram Illustrating Apparatus and. Connections of the 
Sound Measuring Equipment 


The input at the left is through a. loud speaker. The small 
current developed in the coils of the elemenet through the vibra- 
tions of the diaphragm is amplified in two stages, then is detected 
or rectified and measured by the micro-ammeter. 


a certain amount will always remain. Of secondary 
importance is the problem of deadening or absorbing 
the noise produced and the elimination of features that 
reinforce the noise. 

Roughly, noises can be divided into several types, 
depending on the source. The first is that coming from 
the track itself and concerned with it are the types of 
ties, ballast and paving. The contact of the wheel and 
rail is a second source. Other sources of noise lie in 
the trucks, brake rigging, motors and gearing, and the 
air compressor. The current-collecting equipment is 
still another source. Noise may originate in the car 
body, but of greater importance is the sounding-board 
and resonant effect of the body in amplifying noise 
produced ‘elsewhere. 

So the problem resolves itself into two major parts: 
(1) The source, and (2) the amplifying or transmit- 
ting powers of the equipment and track structure used. 

It is hoped that the equipment as developed and the 
tests described may be helpful in furthering the studies 
of noise reduction in electric railway operation along 
broad commercial lines. 

So successful has this work been that the Wisconsin 


By the Use of an Oscillograph an Analysis of Noise May Be Made 

upper curve is the resultant noise. Anal- 
ysis of this chart presents interesting Dos- 
sibilities in determining the different ele- 
ments producing noise. 


/465 mph. 1295 mph. | 1465mph, 


gia Ave. 


Alabama Ave. 
Kentucky Ave. 
Indiana Ave. 


Geort 


2 


“hear a car line. 
As the elimination of noise prima- 
ily requires elimination of the cause 


Average speeds are calculated from the 
length of paper consumed and the distance 


between streets being measured. Average Birney car run at moderate speed. 


noise volume is measured by obtaining the 


area of this speed-noise chart by means of 
a planimeter. This chart was taken Fes a 
om- 
plete tests were made at different speeds. 
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Utilities‘*Association plans to continue this work the 
next ‘édllege year with Edwin R. Summers, who has 
been appointed electric railway fellow and will receive 
the award of $500 offered by the Electric Railway Sec- 
tion of the’ Wisconsin Utilities Association. 


100 Trains Are Moved Simultaneously 
by Long Island Each Morning 


ERY effective advertising is being addressed by the 

Long Island Railroad “to those who commute” on 
that road. Especially interesting are some of the facts 
spread broadcast about the extent of the company’s 
electrification program, particularly within the limits of 
the city of New York. Of this the company said: 


All fréight and passenger service located within the city 
limits ‘must, according to state law, be operated by other 
than steam power by Jan. 1, 1931. This means that steam 
locomotives cannot be used to haul passenger and freight 
trains or for switching cars. 

In order to carry out this requirement of the law the 
Long Island’ Railroad must spend about $13,000,000 on a 
program which has already been approved by the Public 
Service Commission. Not only main tracks but also yards, 
sidings, float bridge approaches and shops must be equipped 
for electrical operation. 

Electric locomotives must also be provided to haul through 
passenger: trains to Jamaica instead of Long Island City 
for interchange with steam locomotives. Later on arrange- 
ments must be made to keep steam locomotives out of 
Jamaica. Large capital expenditures must be made, too, 
for power house and substation equipment. 


‘To relieve congestion at terminals and on trains dur- 
ing rush hours three things are recommended: 


1. Adoption of the plan to establish a new terminal at 
Diagonal Street, in Long Island City. This project can be 
completed’ within twelve months from the time the city 
authorities give their sanction to proceed with the work. 

2. Co-operation with the so-called stagger plan now being 
proposed by the Department of Health, city of New York. 

3. Prompt extension of the city’s proposed subway line to 
Jamaica. 


About 1,200 passenger trains are moved over the 
Long Island Railroad every day. They carry between 
275,000 and 400,000 passengers daily. At 8 a.m. ap- 
proximately 100 trains are moving simultaneously. 


The 
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More Passengers in Milwaukee 


| 


OINCIDENT with the distribution of the regula j 


quarterly dividend of $1.75 per share to the 11,1268 


customer owners of the Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., ; 
dent, announced that $8,541,000 of 6 per cent refunding) 
first mortgage bonds had been called for redemption! 

as of Sept. 1 and that they will be refunded with 5 peng 
cent bonds. During the fore part of the year the capital! 

structure of the company was materially strengthened 
through the retirement of a part of its funded debt. 
Bonds now constitute 55 per cent of the total capitali- 

zation. 

In a statement which accompanied dividend cheel 
Mr. Way declared that the company experienced a strik-| 
ing growth in business by its electric railway and elec- 
trical departments. For the first six months of this) 
year the number of railway and bus passengers jumped 
to 106,706,000, against 102,498,000 carried for the first 
part of 1925, a gain of about 4 per cent. This increase 
in traffic is attributed to the difficulty which motorisi 
are experiencing in parking their cars in the restricte 
business district and to the introduction of increased 
service through the use of additional one-man cars. 


Teaching Safety Lessons in Minnesota | 


S. B. Way, presi-§ 


UBLIC attention was arrested in St. Paul, Minn,,| 


recently by a street car of the Twin City Rapid 
Transit Company which was thoroughly bedecked with 
safety slogans to induce closer observation of Safety 
Week in that city. Among the labels on the cars wei 
such ominéus warnings as: “Accidents Make M 
Orphans,” “Co-operation Means Your Safety and Ow 
—wWatch Your Step,” “This Car Weighs 20 Tons—Gi 
It a Chance,” and others. As a selling appeal for st 
car transportation the care bore along the edge of 
roof at each side the slogan, “The Safest Place U 
the Street.’”’ The car was operated over all of the li 
in St. Paul and caused much discussion on the part 
the public. 


Vib Sb 


CH CHORE 
arr Pyne 


St. Paul Safety Car Carries Its Own Messages 
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_ Cleveland Railway Extends the Use of 
| Automatic Substations | 


SECOND ARTICLE 


By L. D. Bale 


‘Superintendent of Power the Cleveland Railway 


Experience with Earlier Equipment Helped in Layout of Stations and 
Building Design—Standard 1,500-Kw. Converters Are Used Throughout—Steel 
Barriers Isolate High-Tension Equipment—Reliability Features Entire Design 


General View on the Main Floor of a Two-Converter Substation, 


Gne of Seven Recently Constructed by the Cleveland Railway 


Against the rear wall is a steel cabinet which contains the converter low-tension starting switches, the pneumatic contactors 
for shunting resistance into the converter cigcuit and the substation’s remote control cabinet. 


ASED upon experience gained in the operation 
and maintenance of the three stations of the 
) earlier type an extensive study was conducted to 
determine the actual requirements of a building which 
would most economically house the equipment compris- 
ing an automatically controlled substation. Accord- 


ingly a layout was devised wherein the areas within the 


building were utilized to the fullest advantage, result- 
ing in a very compact arrangement, with, however, 


ample clearance for safe operation and maintenance of 
all equipment. 
The seven new substation buildings are identical as 


to interior arrangements and dimensions. The ex- 
teriors, however, were varied somewhat regarding archi- 
tectural details and texture of face brick in order to 
agree with surrounding structures. In one instance, 
station No. 15, the station proper is situated on one 
corner of a large plot of ground upon which it is in- 
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High-Tension Details 
of Cleveland’s New 
Automatic Sub- 
station 

No. 1. The main 
11,000-volt oil 
switches controlling 
each of the two in- 
coming underground 
lines are installed on 
the mezzanine floor. 
Steel barriers provide 
phase isolation. 


No. 2. A general 
view of the mezza- 
nine floor, showing 
the steel barriers to 
the left and the end 
of the crane over the 
main operating room . 
to the right. 


No. 3. Another view on the high- 
tension balcony showing a further use 
of the steel barriers for phase isola- 
tion. These steel barriers were con- 
structed on a template and are there- 
fore interchangeable. 


No. 4. Looking into the mezzanine 


floor, showing a general view of the 
high-tension compartment. 


tended to erect a three or four story power department 
service building. The walls of this substation building 
are to be incorporated in the proposed structure and 
were, therefore; arranged accordingly. With the excep- 
tion of the latter station all the buildings are sur- 
rounded with more or less lawn space and further en- 
hanced in appearance by the use of shrubbery. 

The dimensions of these buildings are 36 ft. 10 in. 
wide by 39 ft. 1 in. deep by 40 ft. 7 in. from basement 
floor to underside of roof steel. Each building contains 
44,000 cu.ft. This is equivalent to 14.6 cu.ft. per kilo- 
watt of installed capacity, based upon 3,000 kw. This 
represents a 45 per cent reduction in ‘cubical content 
compared with the earlier type of automatic substation 


‘through floor gratings, in addition to air from the | 


building on the system. The buildings are of 
fireproof | construction throughout and are | 

completely equipped with all necessary facili- 
ties, including 15-ton, hand- operated, bridge- 
type cranes. 

The method adopted for the natural venti- 
lation-of these stations is similar to that of 
the former automatic substations. Briefly, 
this arrangement consists of a large ventilat- 
ing area under the converters, which extends 
across the width of the building. This area 
is connected with the exterior of the building 
at each end by means of air wells. Much of 
the warm air from the converters is carried 


out of the building by way of this area. Openings 
are provided under the front entrance from which | 
ventilation is furnished for the main operating floor | 


basement area through the stair well. Heated air is | 
exhausted from this portion of the building through 4 
56-in. ventilator located on the roof in line with the 
magnet frames of the converters. Station No. 14 is an 
exception, inasmuch as three 36-in. ventilators have 
been provided, grouped in line with the’ converters. The 
elimination of the transformers from the building proper 
and the placing of the current-limiting resistance on the — 
roof simplify the problem of ventilation. ‘7 

It will be noted, by referring to the longitudinal sec 
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Un the Basement of the Cleveland Automatic Substation Is Installed 
the D.C. Connections and Auxiliary Equipment 


No. 1. Directly below the converter in the basement is installed 
4 pneumatically operated positive converter contactor and the 
main and auxiliary d.c. contactors, This view shows the equip- 
ment for a substation with one 1,500-kw. unit. A second set 
of contactors is added in stations with two units. 

No. 2. At the entrance to the outgoing d.c. feeder tunnel is in- 
Stalled a negative drainage panel for the mitigation of electrolysis. 

No. 3. In the basement near the compressors are two air 
storage tanks each of 11.2 cu.ft. capacity. One is used for the 
operation of pneumatically operated contactors and the other 
for air cleaning around the station. A governor is arranged 
so that the tanks used for the operation of the contactors is 
not depleted; The middle cylinder is a dehydrator and contains 
2.2 cu.ft. of calcium chloride, which lasts five months. By 
chemical analysis 70 per cent of the moisture in the air used in 
the operation of the station is removed by this process. 

No. 4. Two air compressors are installed. The large one, 
generally used, is a standard 25-cu.ft. car type compressor supply- 
ing air to two reservoir tanks. In case of total failure of the 
station the small auxiliary unit shown at the left is available. 
This consists of a 3-cu.ft. compressor driven by a 110-volt motor 
using energy from the station storage battery. 


tion drawing, that the building may be divided into five 
general sections based upon the grouping of the equip- 
ment. These divisions and the principal items of equip- 
ment which they contain are as follows: Main or oper- 
ating floor, control board and converters; basement, all 
outgoing direct-current ables and contactors, positive 


_ ity of the station auxiliaries; mezzanine, all high-tension 
- switching equipment, high-tension bus structure, etc.; 
_ transformer vaults, the main static transformers; roof, 
all current-limiting resistances. i 


The alternating-current supply, as is customary on 
this system, is obtained through duplicate underground 


11,000-volt, three-phase, 60-cycle, grounded neutral 
lines, normally tied in parallel through the a.c. bus at 
the substation end. Each line is of sufficient capacity 
for the supply of both converters at rated load. The 
lines are protected by inverse-time-limit overload relays 
at the generating plant, while at the substation only 
instantaneous reverse-power relays are installed. This 
arrangement allows either of the a.c. lines to be dis- 
connected, through routine operation or by reason of 
trouble occurring upon them, without interfering with 
the continuity of service of the station. Each line is 
connected with the a.c. bus at the substation through a 
600-amp. oil circuit breaker, non-automatic except 
through the action of the reverse-power relay. 

All high-tension equipment is isolated from the re- 
mainder of the building by its location on the mezza- 
nine floor, which is utilized only for this purpose. 
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The use of all-steel barriers, shown in four of the 
illustrations, was resorted to in order to economize 
space and to produce an economical high-tension bus 
and phase-isolating structure. These barriers were 
laid out with templates and, therefore, the various sec- 
tions are interchangeable. Erection of this type of bar- 
rier not only facilitated construction but produced a 
satisfactory, light-weight structure at about half the 
cost of the customary brick and stone compartments. 

Connection from the converter high-tension oil switch 
is made to the single-phase, 550-kva. power transformers 
located directly beneath. These transformers are oil- 
insulated and self-cooled. They are arranged three to a 
compartment, with facilities for natural ventilation and 
the drainage of oil. 

The starting and running connections between the 
transformer secondaries and the 1,500-kw. converter are 
made through two 2,000-amp., heavy-duty, solenoid- 


Longitudinal Section of the Latest 
Type of Automatic Substation. 
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possessing a relatively high drop-out point and pick-up) 
point expressed in per cent of solenoid operating voltas 
Adoption of the magnetically operated contactor for 
control of outgoing d.c. feeders to a railway system o1 
which a large proportion of the conversion equipment i 
consists of automatic substations of relatively s nall 
capacity would result in a situation where, in the ore 
of trouble affecting one or more stations in an are 
under peak-load conditions, the potential on the buaaa 
of the station affected would likely become sufficient ly 
low to allow the contactors to unseal or drop open, thi as 
isolating the station or area. It was deemed advisa 
since the program of the railway calls for - -complets 
automatization, to discontinue the use of a contactor 
which was subject to the above difficulties and adage 
one whose operation would be independent of voltage 
conditions of the station bus. 

Air supply for the operation of pneumatic contactors § 
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operated oil circuit breakers. These breakers are in- 
closed in a steel cabinet, provided with oil drains and 
located on the main operating floor on the opposite side 
of the transformer vault wall. 

The d.c. energy for both converter and outgoing feed- 
ers is handled through electro-pneumatically operated 
contactors similar to those utilized in electric locomo- 
tive work. One of the illustrations shows a typical rack 
containing the main positive contactor, connecting the 
converter to the main bus, and the main and auxiliary 
feeder contactors for one-half of the outgoing d.c. 
feeders of the station. The controlling relays, etc., for 
these contactors are mounted on the main control board 
on the floor above. 

The conditions leading up to the adoption of the elec- 
tro-pneumatic contactor in preference to the magneti- 
cally operated contactor are of interest. This latter 
contactor is more or less standard equipment for auto- 
matic substation use, but it has the disadvantage of 


- St y7h<---- 
ae and feeder pneumatic contactors 


"> Incoming A.C cable 
manhole 
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is obtained from a standard 25-cu.ft., 600-volt d.c. car § 
type compressor as a main source. A 3-cu.ft. compres- 
sor, operating from the 110-volt station control battery, 
is installed for emergency purposes and automatically § 
cuts in on the failure of the main compressor. These 
compressors are illustrated herewith. 
The air storage consists of two 11.2-cu.ft. tanks. One | 
tank comprises the main reservoir from which air is | 
supplied for the operation of contactors. The second | 
tank furnishes air at reduced pressure for cleaning pur- | 
poses about the station. The air flow between tanks is | 
controlled through an auxiliary devices governor, thus | 
assuring that the pressure of the main reservoir will not 
be lowered to a point which would jeopardize the suc- 
cessful operation of contactor during cleaning periods. 
In the initial operation of these stations considerable 
difficulty was experienced with the high moisture con-— 
tent of the air delivered to the contactors. This resulted / 
in corrosion of the piping system and the pistons, — 
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Switchboards Are Well Balanced 


No. 1. On the right control board, from left to right, the first 
two panels contain the control for station auxiliaries and lighting 
switches for the main control circuits of the converters, wattmeter 
sender for remote metering, curve drawing voltmeter, etc. The 
next three panels contain control for one converter and the 
remaining three panels control five outgoing d.c. feeders. 

No. 2. The two control boards for a two-unit, automatic substa- 
tion are separated by the main doorway. 

No. 3. A near view of the left control board for a 1,500-kw. 
automatically operated rotor converter. From right to left, the 
first two panels contain the control equipment for the incoming 
a.c. line; the third, fourth and fifth panels control the converter, 
and the sixth and seventh control the four outgoing d.c. feeders. 
The eighth panel on the left has mounted on it the air-operated 
sequence drum used to obtain simultaneous operation of the con- 
tactors of both units in the station 
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steps, with values calculated to give operation continu- 

ously, or nearly so, thus assuring continuous operation 

| of converters in the event of undue or severe overloads. 

This resistance is shunted into the negative side of the 

converters by pneumatically operated contactors shown 
in one of the illustrations. 

A heavy-duty current-limiting resistance is normally 


cylinders and control valves of the contactors. Experi- 
Ments were conducted, using various mechanical mois- 
ture extractors, with little or no success, primarily due 
to the extremely small flow of air occasioned by the op- 
eration of a contactor. The elimination of moisture was 
finally attained by the use of a chemical dehydrator. 
This contains 2.2 cu.ft. of calcium chloride. On the 


average, as determined by chemical analysis, it removes 
70 per cent of the moisture during the five months life 
of one charge of chemical. 


The air reservoirs with the 
dehydrator in the foreground are shown in one of the 
pictures. 

The current-limiting resistance is arranged in three 


connected between the two positive buses of the station, 
main and auxiliary. The object of this is to supply 
energy to the auxiliary bus for the clearing of faulty 
feeders which have been automatically transferred from 
the main bus to the auxiliary bus as a result of short- 
circuit conditions. This resistance is under the control 
of the dispatcher. Energy through it may be supple- 
mented or augmented by tie feeders transferred by the 
dispatcher from the main to the auxiliary bus. 

All current-limiting resistance is located in steel cabs 
on the roof of the building. The maximum of natural 
ventilation is afforded in this position, in addition to 
keeping the building cubical content down to a minmum. 
The steel cabs containing the resistance grids are illus- 
trated herewith. The control of resistance-shunting 
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It will be noted that the main control board is s 
turally balanced, thus presenting a pleasing appéarani 


iliary equipment of the station. No heavy-duty buses} 
equipment are mounted on it, with the exception of d 
manual circuit breaker per converter, which is operat 
only in the event of overspeed of the converter. | 
Each station is complete with a 125-volt, 150-amp.-) 
storage battery, floated on the control bus with a dif 
entially wound, 5-kw. motor-generator set. A center ‘ 
is taken off this battery for the supply of energy of t 
remote control and supervisory system. The combiti 


dependable source of energy for the operation of i 


trols which must be depended on to operate satisfacto: 


ground of the illustration on page 419 comprises 


in all the Cleveland Railway substations. It is utiliz§ 
to control the connections between subterranean stru 
tures (pipes, cable sheaths, etc.) and the station neg} 
tive bus for the mitigation of electrolysis. The rail co 
nections from the station negative bus are tapped 
rails at points sufficiently distant to establish an a 


Directly Underneath the Converter Is a Large Ventilating Area. 


This board contains the control of all major and ai 2 


tion of the battery and motor-generator set supplies) 
portant items of converter and, particularly, feeder ce e 


over a rather wide range of conditions. 1 
The small contactor board shown in the center bach 


negative drainage board. This is standard equipme | 


The D.C. Connections and the Positive Converter immediately adjacent to the station in which unde} L 


Contactor Are Seen ground structures are drained. The potential differen¢ 


: of, and the current flow over, underground structur¢ 
contactors, where two converters are located in the same Z , g 


plant, has in several instances presented a problem. 
This was due to the difficulty of securing simultaneous 
operation; i.e., of preventing pumping of contactors 


ance in the connections. 


(interchange of load) of the two units when subjected Automatic Parcel System for Chicago i 
to overload. This phase of the control has been HE Chicago Rapid Transit Company has late 
decidedly simplified in the stations under discussion by installed. steel lockers known as the “Automa 


the utilization of an electro-pneumatic sequence drum in Parcel System” at all Loop stations. They are placed 4 


‘connection with the pneumatic contactors. Control of convenient points either in the stations proper or on th 
the contactors of both units through the action of this platforms. Each locker is individual and the keys a 


drum insures their simultaneous operation. Sensitive numbered to correspond with the number on the locke! , 


relays, which function in conjunction with transformers The shopper places his, or her, package in the locke 
located in the main leads of the converters, control the drops a dime in the slot in the lock, turns the key an 
operation of the sequence drum. This device is an carries it away as a check. All that is necessary f 
adaptation of the “notching-up” relay used in automatic obtain the package is to insert the key and open th 
acceleration of multiple car unit equipment. locker. Hundreds of shoppers are using these locker 


- 


On the Roof of the Sunstation Is a 54-In. Ventilator and the Current-Limiting Resistance, Mounted in a Steel Cab 


The bus tie resistance used to burn off short circuits on the line is also shown. This view was taken on the roof of a single- | 


converter station. Duplicate equipment of resistances is installed on two converter substations, 


“a 


may be varied if desirable by the introduction of resis) ; 


i 
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|| Maintenance Notes 


. Lubrication Basis for Gears: 


and Pinions 


ESIRABLE inspection and lu- 
| brication periods for gearing 
/ -were discussed at the semi-annual 
meeting of the Electric Railway 
‘| Association of Equipment Men, 
| Southern Properties. Of the various 
railways reporting, Knoxville in- 
} spects gearing and puts in gear com- 
| pound every 30 days. Chattanooga 
} makes an inspection at from 800 to 
| 1,000 miles and lubricates if neces- 
sary. 

Memphis and Little Rock have 
| inspections every week and apply 
} grease when needed. New Orleans 
' has a 1,000-mile inspection basis, 
with lubrication when needed. Dallas 
inspects every 1,500 to 2,000 miles in 
interurban services and every 500 
miles on city cars. This company 
has found that weather conditions 
have much to do with the lubrication 
and so it does this work when neces- 
sary. Birmingham has a 1,000-mile 
inspection period and_ lubricates 
1) every 60 days during warm weather. 


The company-has found that safety 
cars do.not need lubrication as often 
as other cars operated, the period for 
these usually running about 90 days. 
Mobile makes a weekly inspection 
and’ lubricates . when necessary. 
Atlanta lubricates every 1,000 miles. 


Canvas Liners Reduce 
Brake Rigging Noise 


IECES of canvas soaked in lin- 

seed oil paint are placed be- 
tween brakeshoe heads and their 
hangers and at connections to brake- 
shoe beams on cars of the Depart- 
ment of Street Railways, Detroit, 
Mich. These canvas pads cut down 
vibration and so reduce noise. This 
method of installation insures a full 
surface contact and makes a tighter 
fit, so there is less danger of bolts 
and nuts working loose. The com- 
pany also uses fine thread bolts 
which are S.A.E. standard, as it has 
been found that they have less tend- 
ency to work loose under vibration. 
Standard roofing canvas is used for 
the shims. 


“Installing @ Canvas Pad at the Center Connection to the Brake Beam in the Shops 
’ of the Department of Street Railways, Detroit, Mich. 


Machining Steel Wheels 
Before Building Up 


EVERSING the usual process 
with regard to machining and 
building up car wheels by means of 
welding, the Holyoke Street Railway, 
Holyoke, Mass., follows the practice 
of first machining the wheels to ap- 
proximately the right cross section 
across the tread and then building 
up around the flange to restore the 
desired section throughout. The ma- 
jor portion of metal is turned from 


Turning a Steel Wheel Before Building Up 
with the Welding Process 


inside of the tread, adjoining the 
flange, thus making it possible to ob- 
tain a smooth tread with a min- 
imum loss of metal. The welding 
process which follows simply restores 
the flange to the proper thickness and 
shape. 

It has been found possible to 
build up the flange with such 
accuracy that only a slight amount 
of turning is necessary to finish the 
surface and complete the operation. 
In the accompanying illustration a 
wheel is shown after the preliminary 
machining has been accomplished and 
the wheel made ready for the build- 
ing up process. 
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Using Oversize Steel 
Sleeves on Armature Shafts 


ANY railway properties have 

adopted the practice of shrink- 
ing steel sleeves on worn armature 
shafts, thus bringing the diameter 
back to size. The Concord Electric 
Railways, Concord, N. H., however, 
is perhaps the first to use sleeves 


On the Right Is One of the Solid Brass 
Bearings, While a Section of Seamless 
Steel Tubing Used for a Sleeve on the 
Armature Shaft Is Shown on the Left 


with an outside oversize dimension. 
After the armature shafts on that 
property have worn down to a min- 
imum diameter of 4 in. below the 
standard a Shelby seamless steel tube 
with an outside diameter of from 
% in. to + in. over the normal dimen- 
sion is shrunk on the shaft, its length 
being sufficient to fit snugly in under 
the thrust collar. 
’“Salid brass bearings, made by the 
J. F. Hodgkins Company, Gardiner, 
Me., are used with the armature 
shafts which have been treated in 
this fashion. These were adopted 
when it was found that the babbitted 
steel bearings normally used were not 
entirely satisfactory for use with the 
oversize shafts. The motors are cf 
the GEH-67 type, specially equipped 
with Ransom vacuum oilers. 
Occasionally a thrust collar will 
become worn before the oversize 
sleeve has again been worn down to 
the standard diameter. When this 
happens, making it necessary to re- 
move the collar, the shaft is ma- 
chined to normal size, the collar is 
removed and the armature may be 
operated with regular  babbitted 
bearings. Generally, however, it has 
been found that the thrust collars re- 
main in fairly sound condition and 


ay, 


Bent Axle Being Straightened by Use of an Old Wheel Press in the 
Cleveland Railway Shop 


need not be changed during the life 
of the reconditioned shaft. The tub- 
ing is purchased in long sections and 
cut to size when needed. 


Wheel Press Used to 
Straighten Bent Axles 


TRAIGHTENING of axles is 

done in the shop of the Cleveland 
Railway with the assistance of an 
old wheel press. The special attach- 
ments for doing this work were 
described in the ELECTRIC RAILWAY 
JOURNAL for Oct. 19, 1918. As 
shown in the accompanying view, the 
axle is first mounted on a portable 
carrier, fitted so that it may be re- 
volved. A workman seen at the right 
can revolve the armature quite 
rapidly by means of a hand wheel 


which turns the axle through a gear 

and pinion. The workman to the left 
holding a piece of chalk can mark the | 
section that is out of line. The axle | 
is placed against two horizontal | 
supports seen to the left. When the 
axle is accurately placed against 


these supports the thrust arm of the § 
wheel press is advanced against the § 


axle. This process of measurement 


and straightening is repeated until 9 


the axle is straightened. 


Portable Slotter Used in 
Huntington 


NDERCUTTING of mica on | 

commutators is done by a small 
circular saw driven by a motor 
through a flexible connection in the 
repair shop of the Ohio Valley Elec- 


Portable Undercutting Slotter Used in Huntington, W. Va. 
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tric Railway at Huntington, W. Va. 
The saw is held in a heavy handle as 
shown in the illustration. It is 
moved along the slot by hand and 
guided by eye. The driving motor is 
supported in a hanger from a rig 
that is movable within a limited 
range. 


New Housings for Los 
Angeles Railway Motors 


XCESSIVE wear of bearings and 
4 motor frames, together with fre- 
} quent troubles with babbitt-lined 
\, bearings, has caused the engineering 
| department of the Los Angeles Rail- 
+ way, Los Angeles, Cal., to inaugurate 


)habilitation of its Westinghouse 
+ 306-L railway motors. The company 
‘has 710 of this type in operation 
‘which have been in service since 
) 1910. 

| The work to be done will include 
) the boring out of the motor frames 
j-and the installing of new housings. 
)'The new housings are patterned 
somewhat after the design used by 
‘) the Public Service Railway of New 
|) Jersey, which was described in the 
) ELECTRIC RAILWAY | JOURNAL, Dec. 


Vapor and Dust Proof 
Condulets 


OR electrical installation of light- 

ing or other wiring where vapors, 
fumes, gases or dust are present the 
‘Crouse-Hinds Company, Syracuse, 
N. Y., has just placed on the market 
‘a new series of condulets, hand 
lamps, switches and fuse boxes. 
1) These are particularly suited for in- 
stallation in paint storage, gasoline 
storage, general oil storage and 
woodworking plants. Condulets of 
Wthe V series have hubs cast solid 
'} with the body. The globe is threaded 
4 and screws into the condulet so as 


New Equipment Available 


Vapor and Dust Proof Condulets Used in Lighting Installations. 
A No. 2, Condulet Holophane Keflector; No. 3, Porcelain Reflector Unit; 
No, 4, Hand Lamp 


ELECTRIC RAILWAY JOURNAL 


20, 1924. In addition to providing 
new housings, the motors will have 
solid Kelley metal bearings and Rico 
oilers. 

These motors have a large porthole 
in the motor frame at the commu- 
tator end. Trouble has been experi- 
enced in wet weather from water and 
mud entering this opening and caus- 
ing grounds or short circuits of 
fields. A test of the temperature rise 
during the summer season on motors 
was made with the portholes covered 
up, and it was found that they could 
be operated without undue heating if 
the hole was done away with, so the 
new design provides for the elimina- 
tion of this. : 

The work of making these changes 
has been completed on 32 cars or 64 
motors. The program is being car- 
ried out as the cars are brought in 
regularly on the overhauling sched- 
ule and the work will extend over a 
period of two years. A wonderful 
improvement in the operation of 
these motors has been found on the 
cars already overhauled. Service of 
this railway is very exacting, but 
the improved motors have produced 
a material reduction in field coil 
and armature troubles. 


to bottom on a flat gasket. This 
series provides for installation of 
screw guards as well as various types 
of reflector units. 

For portable lighting a vapor- 
proof hand lamp of similar construc- 
tion is provided. It has a swinging 
bail, a watertight cord outlet with 
cord reinforcement to prevent chaf- 
ing, a key receptacle with lamp grip 
and a watertight operating handle 
for the key receptacle. The body is 
aluminum and the guard, including 
the base, is brass. The handle is 


provided with a stuffing box which 
consists of a gland nut and tapered 
rubber plug which surrounds the 


No. 1, Screw Guard; 
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cord, completing the equipment and 
making the lamp vapor and dust 
proof. 


Power Reamer to Do Work 
of Old Hand Reamers 


ELL adapted for general ma- 
chine shop use, but particularly 
valuable for reaming bushings and 
small compressor crankshaft bear- 
ings, a new motor-driven reaming 
machine has just been placed on the 


Reaming Out a Bushing by Means of the 
New Power Reamer, “Reamo” 


market by the Van Norman Machine 
Tool Company, Springfield, Mass. 
The new machine, called “Reamo,” 
is a compact bench type, driven by a 
Westinghouse motor at a speed of 
30 r.p.m. It produces a smooth pol- 
ished job free from chatter and the 
work when finished resembles a 
broached bearing. For ordinary op- 
eration the work is held in a natural 
‘position at the waistline of the op- 
erator so that the reamer enters and 
follows through one or both bearings 
in a straight line. The work can 
then be withdrawn from the reamer 
while it is still turning, thus leaving 
no marks on the bushing or bearing. 
When the reamer has been set for 
the correct size the bearing can be 
reamed rapidly. The Reamo takes 
reamers up to 14 in. diameter. 


Direct-Current Time Relay 


DEFINITE time relay for oper- 
ation on direct-current circuits 
has been designed by the General 
Electric Company. This is made in 
two forms, designated as type MC-12, 
one for 115-volt operation-and the 
other for 230 volts. 
The new relay is designed to oper- 


fr ate within a range of from five 


seconds, minimum, to 35 minutes, 
maximum. An extra lead is brought 
out through the enclosing case for 
connecting to the necessary resistor. 
A resistor mounted inside the case 
is connected in multiple with the 
motor armature to give constant 
speed. 
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American Association News 


Cleveland Exhibit Hall Completed on Schedule 
and Practically Sold Out 


N FRIDAY, Sept. 3, the immense 

new building which has been con- 
structed to house a large portion of the 
exhibits at the American Electric Rail- 
way Association convention was com- 
pleted. The next day, Saturday, it was 
formally turned over to the Cleveland 
convention committee. Thus the build- 
ing was finished in just four weeks 
from the time the work of clearing the 
ground was begun. 

The progress of construction has 
been told in a series of pictures pub- 
lished in this paper week by week. On 
this page the views show not only the 
appearance of the new building but its 
relation to the Auditorium and other 
city buildings. The top view was taken 
looking east along Lakeside Avenue 
from the roof of the County Building. 
In the extreme left is the City Hall and 
fronting it the Public Auditorium and 
on the right the newly completed 
building. 

The middle picture is looking north- 
northwest from the corner of East 


Home of the 
A.E.R.A. 
Oct. 4-8 


A 

Sixth and Superior and shows the rela- 
tive position of the newly completed 
building and the Public Auditorium. 
At the right background is the City 
Hall, fronting Lakeside Avenue and 
overlooking East Sixth Street. The 
Public Auditorium is in the center and 
the new building is at the left. The 
parked automobiles are in the space 
that during the convention will be used 
by car exhibits. 

The bottom view was taken from ap- 
proximately the same point as the 


previous pictures published of the new 
Exposition Building. This shows the 
outside finish (stucco) and skylights 
being completed. Work on the interior 
decorations, landscaping at the north 
end and cleaning off of the contractors’ 
equipment was started immediately 
after the building was turned over to 
the committee. The parked automobiles 
in the right foreground are the same 
as those seen in the middle view, and 
likewise show the location of the car 
exhibits. In the center may be seen 
the car tracks serving the exhibit and 
connecting at the upper right of the 
view with the steam railroads. The 
large building in the background is the 
County Building (courts and adminis- 
tration offices). 

The speed with which the work has 
progressed indicates the spirit of the 
Cleveland Railway management in do- 
ing everything possible to make the 
exhibit a success. 

“Only four booths out of the entire 
space remain to be sold,” said Fred C. 
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COMING MEETINGS | 
OF i 


Electric Railway and | 


Allied Associations 


Sept. 17-18 — Mid-West Claim 
Agents Association, sixth annual 
convention, Elms Hotel, Excelsior 
Springs, Mo. } 

Oct. 4-8—American Electric Rail- 
way Association, annual convention | 
and exhibits, Public Auditorium, 
Cleveland, Ohio. 


Oct. 10-15—Congress International 
Tramway, Local Railway and Mo- 
torbus Association, Barcelona, Spain. 


Oct. 25-29—Annual Congress and 
Exhibit, National Safety Council, 
Book-Cadillac Hotel, Detroit, Mich. 


Nov. 16-18—Society of Automo- 
tive Engineers, National Transporta- | 
tion and Service Meeting, Boston, | 
Mass. mY 

November 16-19—American Weld- 
ing Society, fall meeting and Inter- | 


national Welding and Cutting Exposi- 
tion, Buffalo, New York. 


J. Dell, director of exhibits. “What if 
still more important, all but sixteen 07 
the exhibitors have paid. This is pracy” 
tically a full month in advance of tha” 
convention. if 

“Due to contractual commitments 1 
is necessary to get the payments in at 
once, as assignments of space are, 0 
course, not official on behalf of thé 
association until checks have been re 
ceived and the exhibitor receives his duly 
executed contract. 

“Up to the close of business on Sept 
8, the space taken totaled 117,465 sq.ft. 
The gain over last week’s figure is small® 
only because there is practically noth 
ing left to sell.” 


At top—The new 
building, put up 
just four weeks, with” 
the Publie 4u4jtoriu 

in the background 9 


Center—Close-up of 
the Auditorium, with} 
the new building be-§- 
hind and the open 
air exhibit spacé 
between. 


Below—Close-up ofi ; 
the new building. 


Wages Advanced in 


i Cincinnati 


‘Arbitra‘ors Award Trainmen 2 Cents 
i More an Hour at Cost of 
$300,000 a Year 


An increase in wages that by 1926 
ill cost the Cincinnati Street Railway, 
Cincinnati, Ohio, $300,000 a year more 
‘than is now paid to workmen was 
granted to railway employees in an 
Jarbitration agreement announced by 
‘the arbitration board. 

Walter A. Knight, the company’s 
‘representative, refused to sign on the 
“grounds that the company’s expenses 
already had been increased through 
“rehabilitation work required by the new 
‘franchise and also because the general 
Jtendency of wages was stationary. 

‘| The agreement was signed by James 
»H. Vahey, representing the employees, 
Jand by former Judge Joseph W. 
)O’Hara, the impartial member of the 
board. 

| The award follows: 

‘| Retroactive to July 1, this year, an 
increase of 1 cent an hour to 54 cents. 
+) Oct. 1, 1926, an increase of 2 cents 
an hour to 56 cents. Jan. 1, 1928, an 
increase of 2 cents an hour to 58 cents. 
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CONTRACT TO RUN TWO YEARS 


) The contract is to expire on July 1, 
/1928. According to the company an 
‘increase of 1 cent an hour means an 
jadditional expense of $60,000 a year. 
‘| The new agreement is designed to in- 
‘clude drivers of the buses operated by 
jthe company. The agreement provides 
that in the event electric railway 
transportation is discontinued and bus 
service substituted trainmen shall be 
‘given preference as drivers for the 
‘jbuses. 
Both Mr. Vahey and Mr. Knight is- 
sued statements explaining their atti- 
‘itudes in the matter. Mr. Knight’s 
‘statement follows: 


| 

As I cannot join in the award I desire 
to explain why. 

The complicated corporate relations have 
been unscrambled and the city is now deal- 
ing with the owning company which oper- 
ates the property. . 

The service-at-cost franchise granted the 
Cincinnati Street Railway effective on Nov. 

i, 1925, reduced the dividends of stock- 
holders from 6 per cent to 5 per cent for 
)the first three years, and furthermore has 
improved its service materially. 

Two crosstown lines and feeder lines of 


motor coaches have been put on by the 
company to supplement the street cars and 
‘round out the service. ‘ 
All this tends to insure to users of public 
‘urban transportation safe, comfortable, con- 
venient and rapid service and is sound busi- 
ness policy for it accommodates the public 
and because. of the increased attractiveness 
of the service causes more people to ride. 
- But such service is expensive to furnish 
and can come only from the receipts from 
fares. If it is humanly possible to avoid it 
the rate of fare must not be increased and 
car riders hope the time will come when 
Some decrease can be made. _ g 
At this time the cost of living in Cincein- 
nati is declining a little and the tendency 


for the next year or so seems to be in that 
direction. 

Wages are not generally increasing; in 
fact. are generally stationary with a slight 
tendency downward. 

Considering all these conditions and, 
having the publie’s interest in mind, as it 
seems to me an arbitrator should in such a 
case as this, I am compelled to conclude 
that this is a time for conservatism, and 
that the two arbitrators who make this 
award to the motormen, conductors and 
carhouse men have gone too far. Giving 
away other people’s money, especially when 
many will be benefited, may bring a pleas- 
ant thrill with it, but this does not justify 
awards that are economically unsound and 
hazardous, as I believe this one to be. 

It is possible that the excess may be 
made up by new economies in the manage- 
ment of the property, by such additional 
and uniform courtesy to the public on the 
part of motormen and conductors as will 
attract more people to use the _ service 
offered, and by increased efficiency of em- 
ployees generally. am satisfied that 
nothing else can do it, and I hope that 
every effort will be made to bridge the 
gap in these ways. 

It is with deep regret that I find myself 
unable to join in the award. 


The new two-year agreement will 
take the place of the last two-year 
agreement, which ended July 1, 1926. 


Improvement Planned at Holyoke 


President Pellissier of the Holyoke 
Street Railway, Holyoke, Mass., has an- 
nounced that plans are under way for 
extensive improvements to the lines 
in Amherst and from the Center to 
Northampton. The company recently 
abandoned that section of its lines from 
Sunderland to North Amherst, which 
has never been operated at a profit. 
Service in the abandoned section will 
be provided by George Fisher, South 
Deerfield, who has been authorized to 
extend his bus line to Amherst Center. 
Mr. Fisher is restricted and cannot take 
passengers on between Amherst ahd 
the bridge near the Sunderland line. 


Improvements Promised on 
West Virginia Line 


The West Virginia Utilities Com- 
pany, Wheeling, W. Va., plans to con- 
solidate the two traction lines it owns 
in Morgantown and to operate them 
as one unit with improved equipment 
and a service schedule doubling the 
number of cars used and halving the 
time between cars, according to O. L. 
Eaton, Jr., commercial manager of the 
company. Three new cars are being 
constructed for use in Morgantown. 
They will be on exhibition at the con- 
vention of the American Electric Rail- 
way Association in Cleveland. These 
cars are part of a consignment pur- 
chased ‘by the company for use on its 
Wheeling and Morgantown traction 
units. Mr. Eaton states that the South 
Morgantown trackage, recently ac- 
quired by his company to be joined to 
its Sabraton line, will be improved 
and the entire line, comprising: about 5 
miles of track, will be placed in first- 
class condition. 


Consolidation with Service 
at Cost in Chicago 


City Plans tq Appoint Committee tm 
Collaborate with Companies in 
Working Out New Plans 


For the first time since the negotia-- 
tions began for a new traction ordi- 
nance in Chicago the city, representa- 
tives of the companies and bankers are 
unanimously agreed that the local 
transportation properties should be con- 
solidated. 

Whether an ordinance should be: 
granted to a single corporation for the 
operation of all forms of local trans-- 
portation, including surface, elevated, 
subway and motor bus lines, or whether 
the surface and elevated lines alone: 
should be merged has not been definitely 
decided, but the general policy of con- 
solidation is no longer a_ stumbling: 
block in the way of traction progress.. 

The settlement of this important. 
point was the feature of a meeting held 
in Chicago on Sept. 1, the second of 2 
series of conferences to work out a 
solution of the city’s perplexing transit 
problems. At the instance of the 
bankers, the city was authorized to ap- 
point a committee to collaborate with 
the companies in working out the de- 
tails of such a plan. 

It was further agreed at the meeting 
that the type of grant to the proposed! 
company should be an indeterminate: 
permit. Although the traction officials: 
have long been advocating a grant of 
this kind from the state, no opposition 
was expressed when the Aldermen pro- 
posed to have the franchise issued by-~ 
the city. Their silence was taken to 
mean that they assented. The question. 
of whether the city or the state shall 
exercise control over the consolidated 
properties was purposely left open for 
the time being. 

Barring more or less determined op-- 
position on the part of the bankers and 
company representatives to the Alder-- 
men’s notions about amortization and 
city compensation, the general proposi- 
tion that the new ordinance should be 
based on service at cost, with a reason-- 
able return on the investment, and not 
a fixed rate, was likewise concurred in. 
Such service at cost would necessarily 
include, it was pointed out, expenses. 
of operation with adequate provision 
for damage, depreciation and renewal 
reserve funds. 

The bankers and company officials, 
however, strongly urged an amortiza-. 
tion fund to reduce the capital invest- 
ment on the grounds that it would 
establish good credit, make available all 
the money needed for extensions and 
at the same time enable the company to, 
maintain a reasonable fare. 

Frank O. Wetmore, chairman of the 
First National Bank, voiced the con-- 
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viction of the majority of traction rep- 
resentatives in asserting that the city’s 
compensation—55 per cent of net re- 
ceipts—should be eliminated. By put- 
ting the surplus back into the proper- 
ties, he contended, the city could, if it 
wished at some time to purchase, buy 
the properties at much lower cost than 
if it accumulated a traction fund, sim- 
ilar to the present $45,000,000 account, 
which draws only from 2 to 2% per cent 
interest. City compensation is a charge 
against the car rider, Mr. Wetmore 
added, for which he receives no imme- 
liate benefit. 


. 


Short Shrift Made of 
Carhouse Bandits 


Salvatore Merro and Salvatore Ran- 
nelli will pay—Merro with his life and 
Rannelli by life imprisonment, for the 
murder of Theodore M. Conway, pay- 
master of the Public Service Corpora- 
tion of New Jersey, Newark, N. J., 
killed by bandits in a raid on the Cen- 
tral Avenue carhouse on June 4. 
Neither of the prisoners was actually 
seen in the act of shooting the pay- 
master nor in the carhouse, but more 
witnesses positively identified Merro 
than Rannelli as having been seen in a 


gun battle running from the scene of. 


the attempted hold-up. The case was 
tried before Judge Van Riper in the 
Court of Oyer and Terminer. The jury 
deliberated 43 hours before returning 
its verdict of guilty of first degree mur- 
der against both defendents, adding a 
recommendation for life imprisonment 
for Rannelli. 

Summing up the state’s case, Prose- 
cutor Biglow praised the state wit- 
nesses, who, he said, rushed to the aid 
of the law at the time of the outrage 
and, further, came to court to see that 
justice was done, thereby doing their 
part toward stamping out the epidemic 
of murder and robbery. 

Mrs. Conway, widow of the murdered 
paymaster, has been provided for by 
the welfare department of the Public 
Service Corporation. She will receive 
the full amount of her husband’s pay 
until June 30, 1927, and thereafter one- 
half his yearly salary for twelve years, 
by which time her children will prob- 
ably be self-supporting. 


Island Ferries to Go to Toronto 
Transportation Commission 


It appears that another activity is to 
be added to the operations of the 
Toronto Transportation Commission, 
Toronto, Ont. That body is about to 
take over and operate the ferryboats 
across the bay. The stage is all set 
for this, and the board of control has 
requested the ferry company to give 
the commission access to all books and 
other documents. Mayor Foster is 
quoted as follows: 

As we will not be taking over until the 
end of the season, it will be next year be- 
fore the T.T.C. would have to operate the 
ferries, and the question of fares or change 
in the staffs operating the ferries would not 
come up until then. Of course, after the 
regular season closes. about the end of 
October, I suppose either the city or the 
T.T.C. will operate an abbreviated service 
for the convenience of Island residents for 


a few weeks, as Mr. Solman has done in 
past years. 
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Paving Relief Approved 


Pennsylvania Commission in Agree- 
ment with New Arrangement Made 
at Williamsport 


Another name has been added to the 
long list of electric railways that have 
received relief from burdensome paving 
requirements. The company is the 
Williamsport Passenger Railway, Wil- 
liamsport, Pa. The case was passed 
upon some time ago by the Public Serv- 
ice Commission of Pennsylvania, but 
the full text of the finding has only 
recently become available. The com- 
mission says that the proceeding in- 
volving the operation of the railway in 
Williamsport came before it under un- 
usual and exceptional circumstances. 
It held in substance that the modifica- 
tion by the city of the street railway 
paving obligation previously imposed 
was in line with modern thought on the 
subject and in conformity with the 
expressed opinion of the commission. 

Some time ago the electric and rail- 
way systems operating in Williamsport 
were sold to the Lehigh Power Securi- 
ties Corporation. The new manage- 
ment advised the City Council that it 
would require an expenditure of $300,- 
000 to place the system in proper con- 
dition; that under the present rate of 
fare of 5 cents and the street paving 
burdens imposed under the existing 
ordinances it was impossible to raise 
the money for the improvements. The 
Council, by resolution, authorized the 
Mayor to appoint a committee to in- 
vestigate the matter and make definite 
recommendations. This committee filed 
its report on Nov. 6, 1925. This report 
discussed in detail the history of the 
street railway system in Williamsport. 
On Dec. 15, 1925, the report was finally 
adopted by the Council, including 
specific recommendations covering addi- 
tional equipment and facilities, sug- 
gested rate of fare, increase of em- 
ployees’ wages, rerouting, and modifica- 
tion of paving obligations. 

As a preliminary step to carry the 
report into effect the Council on Dec. 
30, 1925, enacted an ordinance to 
authorize and empower Lewis W. 
Heath, as trustee for the Williamsport 
Passenger Railway, Vallamont Trac- 
tion Company, East End Passenger 
Railway and South Side Passenger 
Railway, and as trustee for Williams- 
port Railways (to be formed by the 
merger and consolidation of the four 
first-mentioned companies), to maintain 
a railway upon certain streets in Wil- 
liamsport, then occupied by the four 
railway companies. The ordinance re- 
pealed on the date it becomes effective 
all existing ordinances granting fran- 
chises to the then operating companies. 

The commission in this case did not 
pass upon or fix any value of the 
property and franchises of the com- 
panies nor any rate of fare. The only 
question before it was whether the 


‘terms and conditions of the ordinance of 


Dec. 30, 1925, were reasonable and the 
approval of the ordinance contract 
necessary or proper for the service, 
accommodation, convenience and safety 
of the public. It points out that the 
ordinance does not become effective 
until a new corporation is_ legally 
created by the consolidation and merger 
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of the existing railways in the ci 
Before the charter can issue to the ne 
corporation the commission must 
prove the terms and conditions of 
consolidation and merger. Any or 
questions with respect to capitalizati 
of the new corporation can be raised 
the subsequent proceeding before t 
commission. The proceeding does, hoy 
ever, change and modify the existi 
obligation resting upon the compani 
for street paving. In this connecti( 
the commission says: sf 

Under the laws of Pennsylvania, stre 
railways must look to the municipalit: 
which granted the franchises for any rel 
from such obligation. The Appellate Cour 
of Pennsylvania have held that this co1 
mission has no. jurisdiction to vary © 
franchise ordinance imposing upon a stre 


railway the obligation to pave or keep 
repair the streets upon which its trac 


are located. (Swarthmore Borough jy 
Public Service Commission, 80 Superi 
Court 59; 277 Pa. 472.) ay 
In a former proceeding, Borough 
Swarthmore vs. Philadelphia, Morton 
Swarthmore Street Railway, and Phi 


delphia Rapid Transit Company (Complai 
Docket No. 3579) Volume V, DScllone 
Public Service Commission, pp. 488 a1 
446, in which the question of street pavir 
was involved we said: <0 

“It is a matter of common obseryatic 
that the street railways of the country ha’ 
been forced to meet a considerable dimin 
tion in street passenger traffic. This h: 
been caused in large part by the use / 
privately owned automobiles, It is ma 
fest, therefore, that street railways shou 
not continue to be burdened with oblig 
tions beyond that which is directly involve 
in the service which they are called upd 
to render and reasonable for them to bed 
in connection with the maintenance of sta 
and municipal governments under whos 
authority they are authorized to rend 
service. Bey 

_ “The Federal Electric Railways Commi 
sion, called together to study the stre 
railway situation of the country, in repor 
ing to the President of the United State 
after extended hearings, recommendeé 
‘Effective public co-operation should f 
exercised by eliminating, in so far as it 9 
practicable, special assessments for spri 
kling, paving, and for the construction a 
maintenance of bridges, which are used b 
the public for highway purposes.’ ” iN 

The modification by the city of William 
port of the street paving obligation no 
imposed on certain of the companies ope 
ating street railways in the city is, there 
fore, in line with the modern thought o 
the subject and in conformity with th 
expressed policy of the commission. 
_One of the operating companies—Wi 
liamsport Passenger Railway Company— 
incorporated under the special act «a 
Assembly apnroved April 16, 1863 (Pan 
phlet Laws of 1864, page 1080) and is nom 
required to obtain a franchise from ; 
city or contribute any moneys toward th 
paving or repaving of the streets occupie 
by its tracks, This company owns an 
operates more than one-half of the track 
age in the city. Before the company ca 
merge with the other companies operati 
in Williamsport, it must accept the prov 
sions of the street railway act of 1889, an 
subject itself to the requirements of sai 
act and relinquish the special provisions 
now possesses under its charter. It woul 
be unjust and unreasonable to require thi 
company, after the merger, to assume 
street paving burden and obligation whie 
it is not now required to bear. 

We have given careful consideration 
all the provisions of the ordinance sub 
mitted for approval and find nothing there 
which in our opinion is inimical to thi§ 
interests of the public. 

In conformity with the above, we fin 
and determine that the approval of th 
aforesaid ordinance contract is necessar™ 
and proper for the service, accommodatior 
convenience and safety of the public, | 
a 


a ae 


More Skip Stops in Baltimore 


The United Railways & Electri 
Company, Baltimore, Md., has notifie 
the Maryland Public Service Commis 
sion that it will start the skip-sto 
system on six additional lines in th 
city. The plan is to be effective onl 
between 6 and 9 a.m. and 4 and 7 p.m 


B 
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Formal Order in Milwaukee 
One-Man Case 


The Railroad Commission of Wiscon- 
sin has issued its formal order author- 
izing the Milwaukee Electric Railway 
& Light Company to operate one-man 
cars on its Wells-Downer line. The 
) operation of two-man cars will be con- 
| tinued on this line, but the company 
| offers to provide the extra service 
| recommended in the commission’s re- 
| port on railway service in Milwaukee by 
the partial use of the one-man car. 

The investigation which the commis- 
sion conducted last spring following 
complaints by the public showed a defi- 
ciency of service on many lines. Recom- 
mendations consequently were made by 
the commission in its report urging the 
purchase of 75 additional cars, increased 
service on a number of lines, track 
| extension of certain lines and other im- 
» provements. 

In its report the commission recom- 
mended the purchase of 75 new cars to 
improve service, but the commission in 
) its latest order cut the number down to 
+ 40 cars. The order provided, however, 
that 95 per cent of these cars are to 
+ be available for service during the 
winter months. 
‘ Engineers of the commission also 

recommended the double tracking of the 
, Oakland-Delaware line north of the 
| Atwater road, extension of the Eighth 
) Street line to Lake Street on the north 
and extension of the Mitchell Street 
line two blocks beyond the Northwest- 
ern tracks on Forest Home Avenue, on 
» which work has already been started. 
| The engineers also recommend that if 
| the Pabst-Wauwatosa line is to be 
maintained it should be double tracked 
+ as far west as Third Avenue in Wau- 
‘| watosa. If, however, the Vliet Street 
+ and North Avenue lines are to be ex- 
) tended in the future, the Pabst-Wauwa- 
| tosa line west of 60th Street could be 
discontinued. 


A House-to-House Canvass 
in Chicago 


e Much success has attended a service 
‘) improvement eampaign being  con- 
ducted by the Chicago Rapid Transit 
Company, operating the elevated lines 
in that city, among the employees who 
come into direct contact with the 
) public. As a first step in the campaign 
/} an accurate survey was made of the 
‘) public attitude toward the railway com- 
| pany. 

+ A staff of trained men and women 
) was sent into homes in the evening to 
ask the people questions regarding “L”’ 
+) service. Many people were interviewed 
and their answers to the questions 
asked were carefully analyzed. It was 
found that 61 per cent were favorable 
toward the company, 21 per cent were 
indifferent, 9 per cent very friendly, 7 
per cent unfavorable and 1 per cent 
hostile. The reasons given for the atti- 
tude toward the company were care- 


biggest factor was the personal service 
of the individual employees. The least 
)) important factor was the rate of fare. 

| With the information obtained from 
) this survey and analysis of the public 
Teaction toward the company, the cam- 


fully studied and it was found that the 
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paign was started among the employees. 
The idea is to get the employees think- 
ing of their work and how they can best 
please the patrons of the company. 
When the matter was explained to the 
employees they showed a fine spirit of 
co-operation. 


Forty Years of Faithful Service 


William S. Fisher, motorman with 
the Concord Electric Railway, Concord, 
N. H., completed his fortieth year of 
service on Aug. 17. Mr. Fisher would 
be an asset to any company on account 
of his loyalty, carefulness and the deep 
interest he takes in the company for 
which he works. He has seen the 
change from horse cars to narrow gage 
steam, then to electric power on the 
same gage, and finally from the 38 ft. 
to the standard gage of 4 ft. 8% in. 
At the time that-he entered the service, 
horse cars were run from Fosterville 
to Allison Street, while steam motors 
or steam “dummies” were run from 
Fosterville to the northern terminal 
at Penacook. About four years later 
the electric railway was instituted. Mr. 
Fisher worked for six years as a fire- 
man on the Boston & Maine Railroad 
previously to his employment with the 
electric road. 


Chicago Bank Favors Terminable 
Permit and Service at Cost 


A terminable permit and service at 
cost—two of the outstanding features 
of the Chicago traction ordinance now 
pending before the local transportation 
committee of the City Council—are in- 
dorsed as sound principles in a bulletin 
recently issued by the Northern Trust 
Company, Chicago. 

“Regardless of the chances for final 
adoption of the ordinance,” the bulletin 
reads, “its framers are entitled to grati- 
tude for bringing before the citizens of 
Chicago the principles of a terminable 
permit of the right sort, and service 
at cost.” 

The so-called barometer rate of fare, 
or service at cost, it points out, has 
been found successful in other cities. 
It allows a fair rate of return on in- 
vestments under all conditions, even 
when earnings are diminished. 

Showing the advantages of the ter- 
minable permit, the bulletin explains 
that street railway franchises under 
the Illinois state law are now limited 
to twenty years. As a result, near the 
close of the franchise, a company is 
uncertain as to its future, and both its 
service and profits deteriorate. 

“Under the present law,” the bulletin 
continues, “it appears impossible to 
frame a franchise under which refund- 
ing of the $162,000,000 in Chicago street 
railway bonds now outstanding can be 
accomplished.” 

Traction officials have declared flatly 
that they will not negotiate on the basis 
of the ordinance as now drawn, but 
Corporation Counsel Francis X. Busch, 
the author of the draft, believes that 
at least the principles may be retained 
if other independent financial interests 
take the same attitude as the Northern 
Trust Company in that the attraction 
of capital is admittedly the vital prob- 
lem in any agreement. 
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Transportation Business Increases 
in St. Louis 


Col. Albert T. Perkins, general man- 
ager for Receiver Rolla Wells of the 
United Railways, St. Louis, Mo., in 
commenting on the improved condi- 
tions on the street cars expressed the 
belief that the gain in revenue passen- 
gers for the six months ended June 30 
compared with the same period in 1925 
was due in large measure to several 
large conventions and public gather- 
ings held in St. Louis this year. These 
included the Grotto convention, cen- 
tennary of the St. Louis Archdiocese 
and dedication of St. Louis Cathedral 
and the Lutheran convention and dedi- 
cation of Concordia Seminary. 

The total number of passengers car- 
ried by the United Railways for the 
six months ended June 80 was 185,- 
460,188, compared with 135,093,695 in 
the similar period of 1925. However, 
this year was far behind the total for 
the six months of 1923, the company’s 
banner year. In that year the first 
six months registered 137,651,059 pas- 
sengers. 

The St. Louis Bus Company, which 
exchanges transfers with the railway, 
in the six months ended June 30 car- 
ried 2,217,115 passengers, compared 
with 881,598 the first six months of 
1925. On the last day of June last 
year this company had twenty buses 
in regular service. At present it is 
operating 28 buses. However, in the 
early months of 1925 the company’s 
lines were not fully organized and for 
that reason the large increase in 
traffic shown is somewhat abnormal, 
but its business has been growing 
steadily on ail its lines. 


Fare Continuance Authorized on 
New York & Stamford Road 


The Public Service Commission of 
New York on Sept. 1, by formal order, 
authorized the New York & Stamford 
Railway, Portchester, N. Y., to continue 
in force until July 1, 1927, the pas- 
senger fares in effect prior to July 1, 
1926, on its lines within the State of 
New York and within the zones pre- 
scribed as follows: 


Zone No, 1—Between Mechanie Street, 
New Rochelle, and dividing line, 1.5 miles, 
a fare of 5 cents with free transfer priv- 
ilege to and from lines of the Westchester 
Electric Railroad in New Rochelle. 

Zone No. 2—Between Dean Place and 
westerly boundary of Larchmont, 2.2 miles, 
with lap zone extending east to Delancey 
Street, Mamaroneck, a fare of 7 cents with 
free transfer privilege to and from cars of 
Larchmont Manor line. The Larchmont 
Manor line, extending from the New 
Haven Railroad station and the terminus 
of line at Larchmont Manor, village of 
Larchmont, a distance of 1.49 miles, is in- 
cluded in zone 2, with fare of 7 cents and 
free transfer privileges between main 
points in village of Larchmont only. 

Zone No. 3—Between westerly boundary 
of village of Mamaroneck and the Mamar- 
oneck-Harrison town line, 1.9 miles, with 
lap zone extending west to Beaver Street, 
town of Mamaroneck, fare of 7 cents. 

Zone No. 4—Between westerly boundary 
of town of Harrison and North Street 
in village of Rye, about 1.8 miles, fare 
of 7 cents. 

Zone No. 5—Between North Street, Rye 
and Liberty Square, Port Chester, 2.61 
miles, with lap zone extending to Mill and 
Main Streets, Port Chester, fare 7 cents 
with free transfer privileges to and from 
Rye Beach-Rye station line and the Rye 
Beach-Port Chester line. 

Zone No. 6—Between Liberty Square. 
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Port Chester, and Railroad and Greenwich 
Avenues, Greenwich, Conn,, about 3.12 
miles, with lap zone extending westerly to 
town hall, Greenwich, and easterly to New 
York & Stamford Railroad’s carhouse in 
Port Chester, 7 cents. 

Special tickets or books containing 28 
tickets will be sold for $1 to pupils 
under eighteen years old attending 
school. Each ticket is good for one ride 
between any two points within any 
zone except between Dean Place and 
Mechanic Street, New Rochelle. 

Passengers boarding cars in the vil- 
lage of Port Chester are entitled to 
free transfer within the village of Port 
Chester only. 

Passengers boarding cars in zones 5 
and 6, outside Port Chester, are en- 
titled to transfer to local line within 
Port Chester for 3 cents for transfer. 
Passengers boarding cars of local line 
in Port Chester are entitled to trans- 
fers to points in zones 5 and 6 outside 
of Port Chester, including Rye Beach 
line, upon payment of 38 cents for 
transfer. 

The village of Mamaroneck waived 
the provisions of the franchise restrict- 
ing fares within the village of Mamar- 
oneck zone. 

The schedule is of interest because 
it represents an agreement largely 
mutual, arranged on a basis believed to 
be all that the traffic will bear. 


Elevated Tramway Proposed 
for Montreal 


Particulars were disclosed at a recent 
meeting of the City Council of Montreal, 
Que., of the main plans for an elevated 
high-speed tramway line north from 
Place d’Armes. By the proposed sys- 
tem, cars would be able to reach Mount 
Royal Avenue from St. James Street in 
five minutes, according to an authori- 
tative opinion, compared with the pres- 
ent rate of twenty minutes by the sur- 
face lines. These-plans, it was stated, 
have been prepared for three or four 


years by the Montreal Tramways and | 


the Montreal Tramways Commission. 
St. Urbain Street is considered the logi- 
cal route for the proposed elevated 
line. The change would necessitate 
widening from about 30 ft. to 80 ft. 
from Craig to St. Catherine. Plans 
call for elevated tracks on St. Urbain 
Street from Craig Street to a little 
above Ontario Street. At this point the 
tracks would go underground, below 
Sherbrooke Street, and come out on the 
surface again at Milton Street. From 
there north surface lines would be fol- 
lowed. By laying the elevated line 
made in this way grade crossings at 
the congested intersections would be 
avoided. Beyond Milton Street, St. 
Urbain is considered wide enough for 
the surface lines. 

Provision is made for one stop only 
between Craig Street and the reaching 
of the street surface at Milton Street. 
This is at St. Catherine Street. Steps 
would lead up to the elevated lines from 
that thoroughfare. 

Provision is also made for a con- 
venient entrance to the terminus of the 
elevated lines at Craig Street extending 
to St. James Street, where passengers 
could step off the street into the pas- 
sageway to the landing platforms. 

With an 80-ft. street there would be 
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room for parking cars and traffic in 
both north and south directions. 

Consideration has been given to pro- 
viding better transit north from Place 
d’Armes, because that is the most con- 
gested area. 


Final Eucharistic Congress 
Facts 


Further Particulars Are Given About 
Passenger Movement Over Rapid 
Transit and North Shore Lines 


The International Eucharistic Con- 
gress of Chicago, Ill., is now largely a 
memory, but interest still attaches to 
the final transportation figures, unavail- 
able heretofore because of the vastness 
of the whole undertaking and the diffi- 
culty experienced in keeping a compre- 


hensive check of the number of tickets, 


sold and cars operated. In the archives 
of the electric railway industry will re- 
pose the record of this stupendous 
achievement in mass transportation by 
the Chicago Rapid Transit and Chicago, 
North Shore & Milwaukee lines, which 
last June hauled more than 225,000 
pilgrims to the scene of the closing 
ceremonies at Mundelein. 

Some amazing disclosures of the 
Mundelein trek follow: Four hundred 
and forty-five special trains, composed 
of 2,785 cars, operated into a six-track 
terminal in a single day! Three hun- 
dred and twenty rapid transit trains of 
six cars each operated from Chicago 
over the elevated tracks to Howard 
Street and thence over the Skokie Val- 
ley route of the North Shore line di- 
rectly to Mundelein, 40 miles away. 
Ninety trains of eight cars each were 
operated in shuttle service over the 
13-mile branch of the North Shore Line 
from Lake Bluff to Mundelein. From 
Milwaukee, Racine and Kenosha, Wis., 
35 special trains, composed of 177 cars, 
were run by the North Shore Line dur- 
ing the morning of the great Catholic 
pilgrimage. 


THURSDAY THE BIG DAY 


For the suburban roads the big day 
was Thursday, June 24, when the con- 
gress moved to Mundelein, Ill. It is 
estimated the attendance at Mundelein 
that day was more than 400,000. De-. 
tails of the passenger movement on 
June 24 supplementing those contained 
in the account published in the ELECTRIC 
RAILWAY JOURNAL for July 3 follow: 


Nearly 250,000 were transported over 
the combined Chicago Rapid Transit and 
North Shore Line to Mundelein and return. 

Approximately 170,000 were carried by 
the Chicago Rapid Transit from Chicago, 
45,000 via shuttle train from the Lake 
Bluff. station of the Northwestern steam 
road and approximately 30,000 from North 
Shore line points in Wisconsin, making a 
total traffic over the joint electric lines of 
roughly 250,000. © 

Combined facilities of the three steam 
roads accommodated only about 85,000. 

About 340,000, or 80 per cent of the 
great throng, were transported by rail. The 
rest went by automobile. 

The total number of Rapid Transit cars 
in the Mundelein service was 9382. 

A total of 372 trains was operated by 
the Rapid. Transit and North Shore Line. 

The number of pilgrims transferring from 
the Northwestern steam road and from 
North Shore Line points at Lake Bluff is 
estimated at 75,000. 

There were approximately 1,000 cases 
of fatigue and heat prostration during the 
day at Mundelein, several minor injuries 
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incurred in the crowd that jammed the © 
stockade outside the terminal, but not an ~ 
accident occurred which could be laid to ~ 
the Rapid Transit or North Shore Line. ‘ 

In addition to the six-tracked ter- 


minal at Mundelein, three temporary — 


substations were installed on the 
Libertyville branch to meet the extra- 
ordinary power demand. verhead 


trolley equipment was placed on 125 
motor cars of the Metropolitan division | 
of the Rapid Transit lines, which nor- — 
mally operate on third-rail only. 
rangements were made to short eircuit a | 
a part of the resistance in the headlight | 
circuit of the elevated cars and to install — 
special lamps to provide for the extra 
candlepower needed for operating in the — 
country. Emergency crews from all 
maintenance departments and first aid 
teams were located at strategic points. 
along the right-of-way. All available” 
employees were drafted by the trans- 
portation department for train and plat- 
form service, and in addition a large 
number of employees of the Common- 
wealth Edison Company and of the 
Public Service Company of Northern | 
Illinois were used for transportation § 
service. Means were taken to reduce as § 
much as possible the chance of danger 
due tothe inexperience of these men. 
The car switches for changing from 
overhead trolley to third rail were 
closed with busbars, keeping both the | 
overhead trolleys and third rail shoes 
alive, so that the trainmen did not have | 
to manipulate the dangerous knife: 
switches. At the points where the 
change from overhead trolley to third 
rail and vice versa was made, the trains 
were stopped and men stationed on the 
ground saw that everything was in 
readiness for going ahead. 

A fare of $1.50 was charged for the 
round trip of about 80 miles. 
confusion and save time, fares were col- 
lected at the Mundelein enclosure on the: 
pay-leave system outbound and on the 
pay-enter system inbound. An advance 
ticket sale was started some time before 
Thursday, first in the different parishes, 
and then at “L” stations and other con- 
venient points. 

The two companies went to great. 
length to safeguard their patrons. 
Practically all injuries experienced by 
the visitors were due to crowding at, 
the gates of the terminal, once when a 
deluge of rain and hail fell during the 
program, and again at the close of the 
ceremonies. Employees worked hero- 
ically to keep the crowds in order, and 
a large medical force, under the direc- 
tion of Dr. Hart E. Fisher, chief 
surgeon, treated the injured. ‘Two 
hospital cars were on hand, one at 
Mundelein and the other at Lake Bluff. 
The car at Lake Bluff was transferred 
to Mundelein when the rush for home 
began. 

The problems of the Chicago Surface 
Lines were of a different character, but 
no less exacting than were those of the 
“L”’ and the North Shore. The record 
of the Surface Lines was equally im- 
pressive. It has been given quite fully 
before. The city’s experience with 
traffic during the Eucharistic Congress 
last June, when a rigid ban was 
placed on parking in all loop streets for 
three days, was so satisfactory that a 
resolution establishing a permanent no- 
parking rule for the downtown ‘district | 
has been introduced in the City Council. 


Ar- 
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There were close to 1,000,000 visitors 
in the city, but downtown traffic was 
less congested during the great reli- 
gious conclave than it has been for 
years. Reports from official observers 
indicated that the greatly augmented 
traffic moved with more swiftness than 
that attained by the ordinary business 
day’s traffic. The no-parking rule had 
the effect of doubling the width of the 
aquwntown streets. In spite of the 
heavier riding, the speed of Surface 
Lines cars through the Loop was much 
‘greater than usual. 


Chicago Elevated Wage 
Controversy Is Settled 


The wage eccntroversy between the 
Chicago Rapid Transit Company and 
4,500 of its trainmen, begun on June 1 
when the last agreement expired, has 
been effectively settled by compromise 
between the two parties. 

Under the terms of the arbitrators’ 
award, which was made on Sept. 4, the 
company will pay the entire cost of 
maintaining a $20 a week sick benefit 
for all employees in service one year or 
more and a $1,000 death benefit for all 
employees in the service of the com- 
pany three months or longer. Hereto- 


FOR EVERY occa 


le 


Airplane 


the men had demanded 574 cents. The 
old top wage was 50 cents. The new 
contract terminates on Sept. 1, 1929. It 
calls for 44 cents for the first year of 
service, 49 cents for the second year 
and 54 cents for the third year. 
The agreement also includes a 2-cent 
increase for other railway employees. 


Street Car Company Has Air 
Service to Norfolk, Va. 


On Sept. 18 the air service of the 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., will be extended to 
Norfolk, Va. Chairman T. E. Mitten 
announced during his address to the 
eighth annual meeting of employee and 
employer committeemen at Willow 
Grove Park, Philadelphia, on Sept. 1, 
that this step would be taken. The 
extension in daily service is another 
step in Mr. Mitten’s demonstration of 
the possibilities of commercial aviation 
in this country. Heretofore the service 
has been available only between Phila- 
delphia and Washington, but with the 
delivery of a third triple-motor Fokker 
plane the plan is being made more com- 
prehensive. Possibly before the close 
of the Sesqui-Centennial exposition an- 
other step will be taken in providing 


SION 


Motorhus Yellow Cab 


Miniature of Sign Displayed in Street Cars by Philadelphia Rapid Transit Company 


fore the men have contributed three- 
fifths of the cost of maintaining these 
welfare features and the company two- 
fifths. 

B. J. Fallon,’ vice-president of the 
company, and Maclay Hoyne, repre- 
sentative of the union, who composed 
the board of mediation, denied the train- 
men’s demand for an increase of 5 cents 
an hour over the present 77 cents paid 
motormen and the 72 cents paid con- 
ductors. 

Had the demands for increased wages 
been granted, rapid transit officials say, 
the annual payroll of the company 
would have been increased by more than 
$700,000. 

The new agreement is retroactive to 
Sept. 1. It will run until May 31, 1927. 


Wages Fixed in Birmingham 


The Birmingham Electric Company, 
Birmingham, Ala., and its union con- 
ductors and motormen compromised on 
Sept. 7 on a top wage of 54 cents an 
hour, thus averting a strike which had 
loomed for a week. More than 800 men 
are affected, with a cost to the company 
_ of $125,000 a year. 

The amicable settlement was brought 
_about by the City Commission interven- 
_ ing as arbitrator when railway officials 
and men were deadlocked. Just before 
' the compromise the men voted to strike. 
“The railway’ ‘had offered 52 cents, but 


passenger air service from New Bruns- 
wick, N. J., to Philadelphia, Washing- 
ton and Norfolk. This would be the 
nearest available landing field in the 
vicinity of New York City. 

Chairman Mitten explained the ven- 
ture of the Philadelphia Rapid Transit 
Company into commercial aviation as 
an effort to demonstrate that such a 
service has real possibilities in this 
country. 
of Americans that commercial flying is 
further advanced here than elsewhere 
in the world, Mr. Mitten pointed out 
that prior to the establishment of the 
P.R.T. air service as a feature of the 
Sesqui-Centennial practically all that 
the country had in this direction was 
‘“hoptoads at $5 a hop.’ 

While the P.R.T. air service will 
cease with the close of the Sesqui-Cen- 
tennial, Mr. Mitten announced himself 
as willing to aid in the formation of 
an American Air Service Corporation 
to carry on the establishment of routes 
throughout the entire country. This 
could only be done, however, provided 
the government is sufficiently apprecia- 
tive of the value of such an undertak- 
ing to back the venture with its re- 
sources. The Philadelphia Rapid Tran- 
sit Company will go out of the aviation 
business, but it will have served a real 
purpose in demonstrating the funda- 
mental possibilities of this line of en- 
deavor. ~ 


In spite of the proud boast’ 


Some Recent Wage Settlements 


The United Electric Railways, Provi- 
dence, R. I., has settled with its em- 
ployees on a new wage scale effective 
for one year from June 1, 1926. Motor- 
men, conductors and one-man car oper- 
ators have been granted an increase of 
1 cent an hour. Bus operators, who 
formerly received the same rate as 
motormen and conductors on two-man 
cars, namely, 61 cents an hour, have 
been granted the same rate as one-man 
ear operators, 68 cents an hour. : 

The wage rates for trainmen of the 
Macon Railway & Light Company, 
Macon, Ga., have been renewed for one 
year from Aug. 1, 1926. 

The wage rates for trainmen of ithe 
Oklahoma - Union: Railway, Tulsa, Okla., 
which expired July 15, 1926, have been 
continued in effect, without change. 

The agreement between the Great 
Falls Street Railway, Great. Falls; 
Mont., and its employees, which expired 
Aug. “15; 1926, has been renewed: for 
one year without: change. : 

The contract between the Joplin & 
Pittsburg Railway, Pittsburg, Kan., and 
its employees, which expired Aug. 1, 
1926, has been continued for an = in- 
definite period by mutual consent. 

The wage rates for trainmen of the 
Toledo, Bowling’ Green & Southern 
Traction Company, Findlay, Ohio; have 
been renewed for one year from Aug. 
16, 1926. 


Crash on Detroit United © 
Causes Ten Deaths 


Ten deaths .and the injury of 30 
other passengers resulted from the 
head-on crash of two Detroit United 
interurban cars while traveling at high 
speed on a curve near Monroe, Mich, 
on Sept. 2. 

According. to a statement by the 
general manager of the Detroit United 
Lines, the conductor of the southbound 
car has admitted that orders to await 
a second car at a siding were for- 
gotten. -The motorman is in -the 
Monroe Hospital, seriously injured. 
Both the conductor and motorman had 
been instructed at Rockwood, Mich., to 
await two cars on Pine siding, 3 miles 
north of Newport, according to..the 
statement attributed to the. D.U-R. 
official, but they awaited only the first, 
a local car, and then continued on, 
forgetting that the northbound Toledo- 
Detroit express was approaching. -A 
report of the accident gave the speed 
of each car at about 45 m.p.h. They 
met in the middle of a 2,000-ft. curve, 
and because of trees and telegraph 
poles which obscured the view neither 
motorman could see the other car ap- 
proaching. In the collision one car 
ripped loose from its trucks and rode 
over the other, crashing through the 
vestibule and into the smoker. Six of 
the passengers killed were taken from 
the smoker of the southbound car. 

Separate investigations are being 
conducted by the D.U.R. officials ard 
authorities of Monroe County, in which 
the wreck occurred. Both motormen 
on the wrecked cars are reported to 
have had fine. records. One was _con- 
sidered one of the oldest and most 
trusted employees of the division. _* 
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Offers Made to Co-operate in 
Whitestone Operation 


Willingness of the Brooklyn-Manhat- 
tan Transit Corporation to operate the 
Whitestone branch of the Long Island 
Railroad, if the city acquires it, was 
announced by Borough President 
Maurice: E. Connolly of Queens in an 
interview on Sept. 3. Mr. Connolly said 
that William S. Menden, president of 
the B.-M. T., had assured him that 
the company would operate the branch 
as a part of its Queensboro rapid 
transit line without an additional fare. 

The Long Island Railroad has offered 
to give the city its Whitestone branch, 
together with twenty acres of shore 
property, in order to be relieved of half 
the expense of the elimination of -its 
grade crossings, the total cost of which 
is estimated at $4,000,000. Under the 
terms of the offer the railroad right-of- 
way may be used for rapid transit pur- 
poses or for a highway. The company’s 
contention is that the branch is un- 
profitable and that the company can- 
not afford to pay half the cost of the 
proposed elimination of grade cross- 
ings. This offer is pending before the 
Board of Estimate, and Mr. Connolly 
is expeeted to move for its consideration 
at an early meeting. 

At the B.-M. T. offices it was stated 
that Mr. Menden at his conference with 
Mr. Connolly had assured the Borough 
President that the B.-M. T. was “ready 
and willing to co-operate with the city 
authorities in extending rapid transit 
service in Queens.” 


Another Dorchester Transit 
Award Announced 


; The C. & R. Construction Company 
is the lowest bidder and undoubtedly 
will receive the contract to build the 
third section of the Dorchester rapid 
transit system, to be operated by the 
Boston Elevated Railway. The bid 
was $626,550 and the nearest com- 
petitor for the contract was the J. C. 
Coleman Sons Company, bidding $650,- 
695. There were eleven bidders and 
the highest bid was $1.069,400. 

This section covers about 1 mile be- 
tween Geneva Avenue and Peabody 
Squire and will include the construc- 
tion of the Shawmut station and the 
rebuilding of Peabody Square bridge. 
With the awarding of this contract 
more than one-half of the 6-mile exten- 
sion will be under construction. The 
New Haven Railroad has discontinued 
its service to four stations and perma- 
nently abandoned the location to clear 
the way for the rapid transit electric 
railway construction work. 


One-Man Cars on Two More 
Buffalo Lines 


One-man cars have been placed on 
two more local lines in Buffalo, N. Y., 
by the International Railway. Similar 
ears are now in operation on almost 
every line in the city. Additional cars 
have been placed on all routes where 
one-man operation is in effect, thus re- 
ducing the headway between cars. Cars 
which have been rebuilt for one-man 
operation have been equipped with 
all of the latest safety devices. 
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B. J. Yungbluth, president of the In- 
ternational Railway, announces that 
one-man car operation has enabled the 
company to increase service and at the 
same time reduce accidents more than 
16 per cent in a two-year period. Mr. 
Yungbluth explains that, despite the 
opposition to the one-man car service in 
Buffalo, the company has found that 
this form of transportation has proved 
of benefit to car riders and the man- 
agement because no attempt would be 
made to increase the number of one- 
man car lines if it was found that acci- 
dents were increased, for Mr. Yung- 
bluth says accidents are the most costly 
by-product of transportation. 

A change announced by the company 
on all one-man ears allows passengers 
going toward the business section of the 
city to pay as they board and to pay 
as they leave on the outbound trip. 


Albany Fare Case Reopened 


The Public Service Commission has 
fixed Sept. 30, at Albany, N. Y., as the 
time for the hearing of the petition of 
the United Traction Company for a 
determination that increased passenger 
fares may be charged in various munic- 
ipalities and that new fares may be put 
in effect on short notice. At the same 
time the complaint of the city of Albany 
against the United Traction Company 
asking for a reduction of fares will be 
heard. 

This reopening of the fare case is the 
next step in the application of the 
United Traction Company for an in- 
crease in its fares in the Capitol dis- 
trict from 7 cents to 10 cents. On Aug. 
18 the Public Service Commission de- 
cided that the Legislature had taken 
away its power to regulate fares as 
against local franchise fare restrictions 
in the cities of Troy and Rensselaer. 
This left the company in the position 
of being able to petition for an in- 
creased fare on such of its lines as are 
located outside the cities of Troy and 
Rensselaer only. 


Urge for Rapid Transit Line 
Felt in Seattle 


Spurred into activity by a report by 
the City Planning Commission urging 
construction of subways and elevated 
tracks for a rapid transit system, the 
utilities committee of the City Council 
recently took up the matter of creating 
a rapid transit line along Westlake 
Avenue from Virginia Street to 
Fremont, rebuilding the roadbed and 
replacing the present rails with heavier 
ones, 

D. W. Henderson, superintendent of 
the municipal railway system, said for 
three years the required rails have 
been -at the Georgetown station, but 
that he has been unable to obtain the 
$62,000 necessary to pay for the cost of 
laying. 

It is proposed that the project be 
financed by the issuance of interest- 
drawing warrants, to be sold to the 
Water Department, which has sinking 
funds to invest. The railway superin- 
tendent states that the reduction of 
running time on Meridian Avenue, 
Phinney Ridge and Green Lake lines 
will increase the revenues. 
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City Orders Brunswick Company | | 
to Remove Rails 


The City Commission of Brunswick, 
Ga., recently adopted a resolution in- § 
structing the Brunswick & Interurban | 
Railway to remove its tracks beginning | 
on Newcastle and Gloucester Streets, | 
and then on other streets until all have § 
been removed and the streets repaved § 
in the same condition as those parts 9} 
adjacent. Some time ago the sale of | 
the rail and overhead of the company 
was reported with the intimation that 9 
the purchaser intended to salvage the 9 
old tracks, but to junk all of the other 
material. Apparently this deal was | 
never concluded and the company still | 
has the property on its hands. It is | 
trying to make some disposition of the | 
rails and hopes to be able to do so | 
before long. The matter evidently has | 
been brought to a head by the condition | 
of the paving in several places in New- | 
castle Street, because the city will not 
consider repairing the paving until the 9 
rails are up and out of the way. The 
company that owns the rails was com- | 
posed of a group of public-spirited | 
citizens who bought the car line in an | 
endeavor to keep it operating. The | 
owners have been figuring on selling | 
the rail to reimburse themselves for | 
losses sustained in operating the com- jj) 
pany. 


Franchise Details Completed 
in Louisville 


All details of the new franchise and 
operating ordinance of the Louisville 9 
Railway with the city of Louisville, Ky., | 
have been completed, the bill having 
been passed by the Board of Council- 
men, Board of Aldermen and signed by | 
Mayor A. A. Will. The company has 
60 days in which to accept the provi- 
sions of the law. The car fare rate will 
remain at 7 cents straight as at present, 
with half fare for school children and 
free rides for policemen and firemen in 
uniform, as well as park guards. The 
contract also provides for transfers 
from bus lines to street car lines, with 
a maximum of 10 cents for combination 
rides. The ordinance is to run for a 
period of two years, after which a re- 
adjustment of fare rates will be based 
on earnings. 


Deadlock in Newark, Ohio 


Citizens and company are still talk- 
ing it over in Newark, Ohio. Despite 
many conferences attended by promi- 
nent citizens who have the best interests 
of the city at heart, no tangible plan 
for the restoration of railway service 
has been evolved that is satisfactory tom 
the Southern Ohio Public Service Com-§ 
pany. There were stumbling blocks 
enough in the past to a settlement, but§ 
it now develops that the Council, in 
passing the city-wide bus ordinance 
legally authenticated competition unden§ 
a grant in some respects just as bind 
ing as that under which the Southerng 
Ohio Public Service Company fune 
tioned. _No ready means appears to be 
at hand to nullify this ordinance, a con 
dition understood to be necessary 
secure the resumption of railway andy 
bus service by the Southern Ohic 
Public Service Company. 
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“Follow the Ball!” Says Dana 


Edward Dana, not as general manager 
of the Boston Elevated Railway, Bos- 
ton, Mass., but as plain Edward Dana, 
tells the employees of the railway in 
_Co-operation, for August that now is 
the time to plan ahead in order that the 
ninth year of public control may end 
sucessfully on June 30, next. He says 
that this year “calls for the best our 
organization can give.” As he sees it, 
the degree of success that is reached 
“will be governed by the extent to 
which we ‘follow the ball’ daily and 
weekly until June 30.” He asks the men 
to “exert every effort to increase rev- 
enue by rendering courteous service and 
displaying real interest in our patrons.” 

Incidentally Co-operation hammers 
away at the idea of increased car riding. 
It spreads the gospel that “A Ride a 
Day Keeps Poor Service Away,” and 
says: “Secure all the fares, guard 
transfer losses, cultivate more riders. 
It’s our business.” And in this work’it 
recognizes that “modern rolling stock is 
necessary to provide adequate and de- 
pendable car service.” Then the com- 
pany furnishes these facts: 

New rolling stock costing $13,905,935 has 


been placed in service on the lines of the 
Elevated since July 1, 1918, as follows: 


35 Cambridge subway cars.. $657,597 
48 Hast Boston tunnel cars.. 889,390 
Gb bile vated: (CArS\ is .(6\vis's,e10 6 1,305,698 
296 Center-entrance cars .... 4,108,593 
BiG EB CARS cham al aie) ay aise 817,518 
461 Double-end surface cars.. 5,344,857 
184 Single-end surface cars 
ONG *DUSES cc dipies a/c oii 1,282,282 
1,135 $13,905,935 


There are 82,450 electric passenger cars 
in operation in the United States. 


28,085, or 34 per cent, are more than 
twenty years old. 

30,685, or 28.7 per cent, are between 
ten and twenty years old. 

23,680, or 37.3. per cent, are less than 
ten years old. 


On the Boston Elevated approximately 
46 per cent of the cars have been purchased 
since 1918 and the average age of all cars 
is only nine years, 

The rapid transit lines have 79 per cent of 
the service operated on the Boston Elevated 
’ with all steel cars, Philadelphia has 100 per 
cent, New York 50 per cent, and Chicago 
24 per cent. 

In 1918 the cars out of service for repairs 


F THE hundreds of corporation 

executives who have been dis- 
cussing with animation Professor 
Ripley’s strictures upon the reticence 
of annual reports, not a few have 
offered a rebuttal which fails to 
rebut. Professor Ripley’s 
main premise, that the stockholder 
has a right to enough information to 
enable him to draw intelligent con- 
clusions concerning both the safety 
and the profitableness of his invest- 
ment, is unassailable. .. . 

That the majority of stockholders 
throw annual reports away unread is 
more easily asserted than proved. 
The assumption cannot be offered in 
defense of present practice, if only 
on the principle that the accused can- 
not take advantage of his own 
wrongdoing. If annual reports are 
not read, it is primarily because so 
many of them are either unreadable 
or not worth reading. 

To publish a mass of. technical and 
uncorrelated facts is not to meet the 


ELECTRIC RAILWAY JOURNAL 


amounted to 17 per cent, whereas in 1926 
only 6 per cent are under repairs. 

The total of reported car defects for each 
10,000 miles operated is only 5.3 at the 
present time, 


“7” Platform Extension Work 
in Chicago Nearly Finished 


Completion of the Chicago Rapid 
Transit Company’s program of station 
platform extension is expected soon. 
The platforms of elevated stations in 
the Loop district were the first to be 
completed after the work was begun last 
autumn. In many instances platform 
lengths have been virtually doubled to 
take the new eight-car express trains. 

The Lake Street west side division 
has already been completed and the 
final extension on the south side divi- 
sion is being made at the 55th Street 
station. A new section of steel struc- 
ture has been installed at Sheridan 
Road on the north side division to 
permit straightening of tracks for 
lengthening the platforms. The Addi- 
son Street station is all that remains 
to be extended on this division. 

Extension work on the Garfield Park 
branch was finished last month, and 
when the three other branches of the 


Metropolitan division are equipped with . 


longer platforms the facilities for pas- 
senger handling over the entire Rapid 
Transit system will be greatly increased. 


$1,500,000 to Be Spent by 
Ohio Interurban 


Improvements to cost $1,500,000 are 
proposed by the Cincinnati, Hamilton 
& Dayton Traction Company, Cincin- 
nati, Ohio The program provides for 
the construction of a freight siding in 
Cumminsville, at which place the inter- 
urban: company’s Cincinnati terminus 
is located. Quite recently the City 
Council of Cincinnati granted the in- 
terurban company a 25-year franchise 
to enter the corporate limits of Cincin- 
nati. New equipment will be pur- 
chased and general improvements made 
to the roadway. 


Something May Be Told 


stockholder’s legitimate demand. He 
is not an auditor and neither are the 
directors of the company auditors. 
The chief executive has no difficulty 
in making himself intelligible when 
he talks to the board; neither does 
he find it impossible to engage their 
interest. The difference is that in 
one case he wants to do these things 
and in the other he frequently 
doesn’t. But he should infinitely 
prefer to make the effort, rather 
than have bureaucratic dictation 
dragged into a naturally personal 
and private relation. 

It has been remarked that schools 
should be opened for the training of 
stockholders in the study of corpora- 
tion affairs. H. G. Wells supports 
Carlyle in his dictum that the only 
real university consists of books. 
What better university for the stock- 
holder can there be than annual re- 
ports of going—or coming—con- 
cerns, properly written?—Wall Street 
Journal, 3 
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Contempt Action to Be Appealed 
by Detroit 


Charles P. O’Neil, corporation coun- 
sel of the city of Detroit, has an- 
nounced that he will initiate before the 
Michigan Supreme Court certiorari or 
mandamus proceedings for the purpose 
of setting aside contempt proceedings 
brought against William P. Rutledge, 
commissioner of police, in the jitney 
case. 

Judge Guy A: Miller in Circuit Court 
refused to set aside the proceedings, 
which were started after Rutledge is 
alleged to have violated the injunction 
issued by Judge Harry J. Dingeman 
restraining the police from interfering 
with the jitney drivers. Judge Miller 
held that the injunction issued by 
Judge Dingeman was valid. O’Neil 
maintains that it was void and for that 
reason the contempt proceedings were 
not legal. It is upon this point that an 
appeal is planned. Details of the con- 
troversy between the city of Detroit 
and the jitney drivers were told in the 
ELECTRIC RAILWAY JOURNAL of July 31. 


Vote on Detroit Transit Plan , 
in Spring } 
_ The rapid transit ordinance, embody- 
ing a subway system for Detroit, Mich., 
to cost approximately $180,000,000, 
will not be submitted to the voters at 
the Nov. 2 election, but will in all 
probability be presented to the people 
for final action in the spring. 

Mayor John W. Smith said he believed 
additional time should be given for the 
thorough study of the project, in view 
of the enormous amount of money in- 
volved. At the hearing before the City 
Council at which the matter came up 
for discussion serious opposition to the 
plan advanced by the transit commis- 
sion developed, especially as applied to 
the proposed plan for the financing of 
the scheme. The Mayor believes that 
with more than 200 candidates seeking 
office at the November election the op- 
portunity for proper discussion of the 
transit question does not present itself. 

Sidney D. Waldon, chairman of the 
Transit Commission, stated -that it was 
his personal opinion that the people 
should have ample time to study the 
question. 

The plan for Detroit was reviewed in 
the ELrctric RAtLway JOURNAL for 
Aug. 28, page 355. 


News Notes | 


Easton Road Gradually Ceasing Serv- 
ice.—The Philadelphia & Easton Elec- 
tric Railway, Doylestown, Pa., has dis- 
continued carrying United States mail 
between Easton and Doylestown. The 
company will continue in service a few 
more months. The road has already 
discontinued service into Easton. 


Rerouting Proposed to Speed Up 
Service.—In an effort to furnish faster 
service on the Olive-University and 
Olive-Delmar lines the United Railways, 
St. Louis, Mo., proposes to consolidate 
the Olive-University and C ive-Mary- 
land lines and change the routing of the 


434 


Olive-Delmar line. Consent of 51 per 
cent of property owners of three blocks 
is needed to make the proposed changes. 
As usual some are opposing the plan, 
which means better facilities for many 
thousands of residents of the territory 
served. 


Strike Pickets Discharged by Indian- 
apolis Judge.—On the grounds that the 
strike was over and “there should be no 
malice,” Judge Paul C. Wetter in 
Municipal Court Sept. 2 dismissed a 
woman and six men who appeared to 
answer charges of picketing, congre- 
‘gating and vagrancy, preferred against 
them during the recent strike of em- 
ployees of the Indianapolis Street Rail- 
way. Mrs. Jeanette O’Brien, the 
woman, had been prominent as a 
speaker and leader at meetings of 
strikers. 


More Power Sought by Brooklyn 
Company. — The Brooklyn-Manhattan 
Transit Company, Brooklyn, N. Y., is 
negotiating with the Brooklyn Edison 
Company for a contract by which the 
latter would supply such additional 
power as may be needed by the B.-M. 
T., which now produces part of its 
power and obtains the remainder from 

~the Interborough Rapid Transit Com- 
pany. 

Denver Orphans Ride Free.—The 
Denver & Intermountain Railroad, op- 
erating between Denver and Boulder, 
Col., on the recent receipt of its seven- 
teen new buses invited the orphans of 
Denver to a free ride throughout the 
city. The line, known as the “Kite” 
route, operates buses as an auxiliary to 
its electric railway service. 


. Jamaica Line Issues Time-Table 
Booklet—The Jamaica Central Rail- 
ways, Inc., Brooklyn, N. Y., has fur- 
nished a time-table for its patrons of 
the Belmont Park and Liberty Avenue 
Divisions. In the foreword the com- 
pany expresses the intention of exer- 
cising the greatest care in operation 
and of adhering rigidly to these sched- 
ules. Interruptions, which are usually 
due to causes beyond the company con- 
trol, will no doubt occur, but every- 
thing wiil be done to restore service to 
normal as quickly as possible. The 
booklet includes a list of the officers of 
the company. The time-table carries 
advertising of local merchants. 


Six Hundred Cars of Peaches.—Fruit 
movements on the Salt Lake & Utah 
and the Bamberger Electric Railroads, 
Salt Lake City, Utah, have been said to 
indicate one of the heaviest total ship- 
ments in the history of the lines. A 
total of 600 cars of peaches is expected 
to be moved to Eastern and Middle 
Western centers during the month of 
September. The Bamberger line, serv- 
ing the territory between Ogden and Salt 
Lake, from early estimates will han- 
dle about 200 cars of the fruit for New 
York, Chicago, St. Louis, Kansas City, 
Detroit and other centers of population. 
The Orem line, serving Utah County, will 
move about 400 cars, if predictions are 
fulfilled. Shipments of peaches started 
fully two weeks ahead of the usual 
season. Cantaloupes also will be 
shipped eastward in great quantities, 
although not in as large numbers as 
peaches, 
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| Recent Bus 


Developments 


Report on New York Bus 
Proposals Expected Sept. 15 


Mayor Walker of New ‘York has 
called a special meeting of the Board of 
Estimate for Sept. 15 to receive the 
report of the Board of Transportation 
analyzing the bus franchise applications 


which have been pending several 
months. No action will be taken on 
Sept. 15, Mayor Walker said, because 
the board members will need time to 
study the report first. 

Chairman John H. Delaney of the 
Board of Transportation says his com- 
pleted report will comprise 1,000 pages. 
It is assumed it will deal with the re- 
spective virtues of the three city-wide 
bus systems proposed and the borough 
and sectional bids which make up the 
70-odd applications. 

Another feature which has received 
attention by the board is that of fare 
rates which will prove most desirable 
to the public and still afford income 
sufficient to enable the operators to pay 
their franchise tax to the city. The 
proposals range from a flat 5-cent fare 
to a flat 10-cent fare. 

Mayor Walker said the Board of 
Estimate would probably vote to refer 
the report to the committee of the 
whole and then study it informally. He 
thought it probable the members might 
be prepared to take action at the regu- 
lar meeting on Sept. 21. 


Express Service in Buffalo 


Express bus service has been started 
by the International Bus Corporation, a 
subsidiary of the International Rail- 
way, Buffalo, N. Y., on the Delaware 
Avenue line between the downtown 
business district and the Kenmore- 
Tonawanda village line. The one-way 
fare is 25 cents, compared with 15 cents 
for the usual service. Only four stops 
are made in the city of Buffalo, one 
at the Buffalo city line and two in the 
village of Kenmore. The stops are 
marked with signs. The express serv- 
ice is ten to fifteen minutes faster from 
terminal to terminal than the local 
service. Double-deck buses are run dur- 
ing the morning and evening rush 
hours. 


Traction Company Opposes Steam 
Road Bus Charter 


The petition of the Alton Transpvr- 
tation Company, a subsidiary of the 
Chicago & Alton Railroad, for permis- 
sion to operate motor coaches between 
Jacksonville and East St. Louis, IIL, 
was opposed by officials of the St. Louis 
Electric Terminal Railway, St. Louis, 
Mo., at a Commerce Commission hear- 
ing in Chicago recently. 

The St. Louis Electric Terminal 
Railway is a subsidiary of the Illinois 
Power & Light Corporation and ac- 
cording to E. A. Roehry, general man- 
ager and one of the principal witnesses, 
the granting of a charter to the rail- 


Vol. 68, No. 11. 


road’s bus line to do a local business 


in Venice, Madison and Granite City j 


would divert substantial traffic from 
the traction company’s lines. { 

Mr. Roehry declared that his com- 
pany has more reserve equipment than / 


is needed at peak hours now. He pro- | 


duced numerous exhibits to show that | 
the Illinois Power & Light Corpora- 
tion absorbs a deficit registered by 
the St. Louis Electric Terminal Rail- 
way almost every year. 


Buses on Templeton-Gardner Run | 


Stockholders of the Templeton-Gard- | 
ner Street Railway, Templeton, Mass., 
have voted to ratify a decision of the | 
directors to substitute bus service for | 


electric service on the company’s lines. | 
Orders have been placed for the im- | 


mediate delivery of the latest type 


passenger buses, and it is expected the | 


complete change from electric to bus | 
service will take place within 60 days. 


Community Builder in Oregon 


Another bus has been added to the 
fleet of the Oregon City Motor Bus 
Company, under the direction of G. C. 
Fields, superintendent of the interur- 
ban lines of the Portland Electric 
Power Company, Portland, Ore. These 
buses run between Portland (Sixth 
and Salmon Streets terminal) and Ore- 
gon City over the West Side Highway, 
serving the communities of Dunthorpe- 
Oswego, Bolton and West Linn en 
route, and maintain a 30-minute 
schedule between terminals on week- — 
days and more frequent service on 
Saturdays, Sundays and holidays. 

When the Oregon City Motor Bus 
Company commenced operation on this 
line on Sept. 24, 1924, the West Side 
Highway between Portland and Ore- 
gon City was without a dependable 
transportation system and in conse- 
quence there was very little building 
activity along the way. The Oregon 
City Motor Bus Company purchased 
first-class equipment, put on frequent 
and dependable service and in a short 
time real estate values commenced to 
move and homes to arise. 

Lakewood, located between Oswego 
and Oswego Lake on the peninsula, 
has been developed into one of the most 
beautiful residential spots in the coun- 
try. About 4 mile south of the town 
of Oswego, at the foot of Oswego Lake, 
one of the finest bathing, boating and 
picnic resorts to be found anywhere is 
patronized by thousands of people, par- 
ticularly on Sundays and holidays. The 
buses discharge and pick up passengers 
at the entrance and may be credited 
in a large measure with building up 
this resort. _Robinwood, a beautiful 
and sightly tract just south of Maryl- 
hurst, has been opened up recently and 
promises to be a fine residential dis- 
trict. Many new homes have recently 
been built at Bolton and West Linn and 
many more are under construction. 
These activities are all reflected in’ in- 
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creased travel on the buses.- At the 
present time the Oregon City Motor 
Bus Company owns and operates three 
) Yellow coaches and four Fageol 
| “Safety” coaches over this route. 


: _ Buffalo-Niagara Falls Operation 
; Sanctioned 


The Public Service Commission of 
New York on Sept. 2 granted to the 
| International Bus Corporation a certifi- 
~ cate of convenience and necessity for 
+ the operation of a bus line between 
} Buffalo and Niagara Falls. 
| Opposition was offered to the 
| granting of the certificate by the New 
1 York Central Railroad, the Lehigh 
| Valley Railroad and M. L. Van Dyke, 
operating a sightseeing bus line be- 
) tween Buffalo and Niagara Falls, Ont. 

At the hearing on the application, 
which was held in Buffalo on Aug. 16, it 
‘| was shown that the International Bus 
| Corporation, a subsidiary of the Inter- 
) national Railway, proposed to substitute 
| buses on certain lines to meet an in- 
| creasing and insistent demand on the 
+ part of the public for bus transpor- 
tation. 

: No local passengers will be carried 
} in the villAge of Kenmore, the town of 
Tonawanda, city of Tonawanda, city of 
+ North Tonawanda, or from Tonowanda 
to North Tonawanda, town of Wheat- 
} field, the village of LaSalle or the city 
| of Niagara Falls. 

) The buses will be operated on an 

hourly schedule from 8 a.m. to 8 p.m. 
| from Buffalo and from 8.30 a.m. to 7.30 
p.m. from Niagara Falls, with an addi- 
> tional trip from Niagara Falls at 10 p.m. 
Rates of fare will be: Buffalo to Ken- 
+ more, 25 cents; town of Tonowanda, 35 
"cents; city of Tonawanda, 50 cents; 
‘town of Wheatfield, 70 cents; LaSalle, 
).80 cents, and Niagara Falls, $1. 


New Bus-Trolley Equipment 
for Richmond 


. The Virginia Electric & Power Com- 
“pany has placed orders for $500,000 in 
new bus-trolley equipment for Rich- 
‘}mond’s unified transportation system, 
following the action of the Board of 
} Aldermen in over-riding, by a vote of 
nine to one, Mayor J. Fulmer Bright’s 
4 veto of the bus line ordinance. The 
1) measure became a law on Sept. 3. Offi- 
cials of the company say equipment 
has been ordered sufficient to render 
‘satisfactory service on all the new 
routes and that operations would start 
about Jan. 1. The orders just placed 
H,also include some new trolley equip- 
ment for extensions and betterments 
that are to be made, and this work was 
started without delay, as well as the 
rerouting that is to be carried out under 
) the blanket trolley franchise recently 
adopted. 


Municipal Buses at Buffalo 
a Costly Farce 


Local newspapers in Buffalo, N. Y., 
are calling upon Mayor Frank X. 
Schwab, who started the municipal 
‘buses after his return from Europe, to 
‘give a detailed accounting of the $15,- 
4000 bus fund voted by the City Council. 
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Charges are made that all this money 
has been spent and that the income 
from the operation of the municipal 
buses, run in competition with the lines 
of the International Railway and _its 
subsidiary, the International Bus 
Corporation, is not sufficient to pay the 
operating expenses. Newspaper edi- 
torials say that continued operation of 
buses by the Department of Public 
Safety is piling up a big deficit for 
the taxpayers to discharge. d 

Letters from the public being printed 
in Buffalo newspapers describe acts of 
discourtesy by the policemen-conduct- 
ors, attempts by drivers of the munici- 
pal buses to coerce drivers of the 
double-deck buses of the International 
system and cite cases in which abusive 
language has been used by the police- 
men-conductors toward passengers and 
crews on International operated bus 
routes. 


Change of Route Starts Bus 
Battle in Ohio 


What may be the first skirmish to an 
extended legal battle between the subur- 
ban bus companies and interurban rail- 
roads operating from Cincinnati, Ohio, 
to surrounding villages recently de- 
veloped in the Common Pleas Court of 
Clermont County. 

F. A. Nichols, general manager of 
the Cincinnati, Georgetown & Ports- 
mouth Electric Railway, appeared be- 
fore Common Pleas Judge Charles 
White at Batavia and obtained an in- 
junction against Victor Nobis, owner 
of the Cincinnati-New Richmond Bus 
Company. Mr. Nichols told Judge 
White that the bus had taken passen- 
gers on in territory which legally was 
tv be served by the Cincinnati, George- 
town & Portsmouth Railway only. 

Due to recent washouts 'which de- 
stroyed several small bridges on the 
River Road, Nobis, according to Mr. 
Nichols, changed his bus route from the 
River Road to the Grant Highway, 
deviating far up on the road and de- 
touring through Mount Pisgah, Lynne- 
dale and Hamlet and going thence over 
the road between Fruit Hill and Mount 
Washington. 

According to Mr. Nichols, the terri- 
tory between Hamlet and Cincinnati is 
reserved for electric railway traffic 
only. Basing his decision on the com- 
plaint, Judge White issued the tempo- 
rary injunction. No date has been set 
for the final hearing. 


Railway Granted Bus Privilege 


The Public Service Commission of 
New York has issued an order grant- 
ing the Binghamton Railway Bus Lines, 
Inc., certain bus rights. The railway 
is permitted to lease for a period of 
five months from Sept. 1, 1926, the 
operating rights, together with the 
equipment, of the Triple Cities Bus 
Lines, Inc., and Edward J. Dorey for 
bus routes in certain streets in the city 
of Binghamton, the village of Endicott 
and the towns of Dickinson, Union and 
Vestal’ in Broome County. The Bing- 
hamton Railway Bus Lines, Inc., ap- 
plied to the Public Service Commission 
on Aug. 9 for the right to lease the 
above-mentioned property. The stock 
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of the petitioner, it was stated, was 
owned by the Binghamton Railway, 
which stated that it had amended its 
certificate of incorporation so that it 
might operate the bus lines in conjunc- 
tion with the existing service on the 
trolley lines. In the transaction were 
included.eight buses, which would bring 
the total number of buses owned and 
operated by the Binghamton Railway 
up to eleven. Under the plan the belt 
line would be so combined with the bus 
line now being operated by the railway 
as to cover more territory. 


Denver Extends Bus System.—The 
Bus Transportation Company, a subsid- 
iary of the Denver Tramway, Denver, 
Col., has applied to the State Board of 
Public Utilities for a permit to operate 
an automobile line between Denver and 
Golden on West Colfax Avenue and the 
Golden paved road. 

Transfers Interchanged.—The Vir- 
ginia Electric & Power Company, Rich- 
mond, Va., began the interchange of 
transfers from its trolley cars to the 
buses on Sept. 5. Also effective Sept. 
5 a straight 8-cent fare was being 
charged on the buses. The railway fare 
is 7 cents with transfers from street 
ears to buses costing an ‘extra cent. 

Bus Line Discontinued in Washing- 
ton.—The Capital Traction Company, 
Washington, D. C., has been directed by 
the Public Utilities Commission of the 
District of Columbia to discontinue the 
operation of its Rock Creek Park Golf 
Course bus line. Under the date 21f 
Aug. 11 the company submitted to the 
commission the operating results for 
the months of May, June and July 
showing a total loss for the three 
months of $1,326. A hearing was held 
in July, at which the railway showed 
that the line was operated at a loss. 
The application was opposed by the 
concessionaire of the golf course and 
by the Director of Public Buildings and 
Public Parks, and the company’s rep- 
resentative finally requested that no 
action should be taken at that time, 
but that the returns from a longer 
summer period should be awaited. 

Extension of Bus Service in Indiana. 
—G. O. Nicholai, manager of the Terre 
Haute, Indianapolis & Eastern Traction 
Company, Terre Haute, Ind., has an- 
nounced a further improvement in the 
bus service of his company. On some 
routes buses are being: added and on 
others the lines are being extended. 

Railway Has Competing Bus Line 
Suspended.—Operation of the bus line 
run for the last five years by F. W. 
Herzog between Edwardsville and Glen 
Carbon, [ll., a distance of 5 miles, was 
suspended Aug. 31 on an injunction 
granted by Circuit Judge George A. 
Crow at Belleville on an application 
filed by the East St. Louis & Suburban 
Railway, East St. Louis, Ill. The com- 
pany contended that Herzog had failed 
to obtain a certificate of convenience 
and necessity from the Illinois Com- 
merce Commission. Herzog stated that 
he had applied to the Commerce Com- 
mission for the permit some two months 
ago. He also sought to have the line 
extended to Granite City, Ill. Counsel 
for Herzog announced that an appeal 
would be taken. 
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Financial and Corporate 


Net Off in St. Louis 


Receiver Reviews Conditions Which 
Confronted Company in 1925— 
Prospects Ahead Are Better 


Gross operating revenue of the United 
Railways, St. Louis, Mo., for the year 
ended Dec. 31, 1925, was $18,894,574. 
This compares with the sum of $19,515,- 
275 for 1924, or a decrease of $620,700. 
Net income for 1925 showed a loss of 
$206,174 compared with a surplus of 
$29,876 for 1924, or a decrease of $236,- 
051 for the year. These and other sig- 
nificant facts about the operation of the 
company are all contained in the pam- 
phlet report of the company for the 
year presented by Rolla Wells, the re- 
ceiver, of which this account is merely 
a digest. 

No interest has been paid on the un- 
derlying bonds, or on the bonds of the 
St. Louis Transit Company, since Oct. 
1, 1923, and no interest has been paid 
‘on the St. Louis & Suburban Railway 
general mortgage 5 per cent bonds 
since April 1, 1923. Interest has been 
accrued on the books to Dec. 31, 1925, at 
the rates provided by the mortgages 
and extension agreements, on all the 
issues of bonds. 

The amount expended by the pro- 
tective committee of the St. Louis 
Transit Company bondholders in pay- 
ment of interest coupons No. 49, on 
United Railways first general mortgage 
4 per cent bonds due Jan. 1, 1924, was 
refunded to that committee on Feb. 15, 
1926, with interest at 6 per cent by 
order of federal court. 

The receiver was authorized by the 
court on Feb. 15, 1926, to enter into a 
contract with the reorganization com- 
mittee conformably to the committee’s 
offer of Feb. 10, 1926, providing for 
payment of series “B” receiver’s certifi- 
cates, the obtainment of $6,000,000 par 
value United Railways 4 per cent bonds 
in exchange for divisional bonds, and 
the sale of 4 per cent bonds to the reor- 
ganization committee. 

The outstanding issue of $4,200,000 
series “B” receiver’s certificates was 
called for payment April 1, 1926, at 
100% and accrued interest. The principal 
of these certificates, together with ac- 
crued interest and premium for calling 
the issue before maturity, aggregating 
$4,347,000, will be paid with $1,900,000 
cash supplied by the reorganization 
committee and $2,447,000 supplied by 
the receiver from funds on hand. 

The three issues of divisional bonds, 
viz.: Compton Heights, Cass Avenue 
and Lindell bonds, aggregating $4,100,- 
000, were also called for payment on 
April 1, 1926. 

On Feb. 28, 1926, the court ordered 
the St. Louis Union Trust Company, 
trustee under the mortgage securing 
the first general mortgage 4 per cent 
gold bonds of the United Railways, to 
certify and issue to the receiver 
$6,000,000 par value of United Railways 
4s, which bonds will be delivered by 
the receiver to the reorganization com- 
mittee, for $6,000,000 cash supplied by 


it for part payment of series “B” re- 
ceiver’s certificates, and for refunding 
the three issues of divisional bonds 
amounting to $4,100,000 par value. 

The court also ordered the trustee to 
cancel $3,768,000 first general mortgage 
4 per cent gold bonds of the United 
Railways remaining in its hands for re- 
funding divisional bonds. 

The payment of the receiver’s cer- 
tificates and the three issues of divi- 
sional bonds on April 1, 1926, will cure 
the default in the United Railways first 
general mortgage 4 per cent bonds, 
which bonds will remain on the prop- 
erty until their maturity July 1, 1934, 
in accordance with the plan and agree- 
ment for the reorganization of the com- 
pany, dated Oct. 1, 1924. 

No payments were made during the 
year on the liability of $2,396,321 for 
mill tax due the city of St. Louis, this 


STATEMENT OF FUNDED DEBT OF UNITED 
RAILWAYS, ST. LOUIS 


Total 
Outstanding 
Issue Dec. 31, 1925 
Underlying bonds: 
Compton Heights, Union Depot & 
Merchants Terminal Railroad, first 
mortgage 68, due 1923....... $986,000* 
Cass Avenue and Fair Grounds Rail- 
way, first mortgage 6s, due 1923.. 1,640,000* 
Lindell Railway, first mortgage &s, 
aus FO2s oes oe hh ee EN 1,474,000* 
St. Louis & Suburban Railway, con- 
solidated mortgage 8s, due 1923... 2,000,000* 
Total undexyine bondi sees $6,100,000 
United Railways of St. are first gen- 
eral mortgage 4s, due 1934......... *  30,300,000* 
St. Louis & Suburban Railway, general 
mortgage 5s, due 1923............. 4,500,000* 
St. Louis Transit Company 5s, due 1924  9,790,000* 


otal). soe Sewaaewrns avis Cette ote $50,690,000 
Receiver’s certificates, series ‘‘B’’ 6s, 
CUS VOLE, asinine worse hic sere anes $4,200,000 
* In default. 
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CONSOLIDATED INCOME AND EXPENSE 
STATEMENT OF THE UNITED RAILWAYS 
8ST. LOUIS, YEAR ENDED DEC, 31, 1925 
Operating Revenue: 
Revenue from teinsportatione 
Passenger revenue..... $18, ate 734 


1953 $18,669,77 


Special car revenue.... 
Express revenue,...... 
Revenue from other rail- 
way operations: 
Station and car privileges $172,754 
Rent of equipment.... 1,765 
Rent of buildings and 


’ 


other property...... 23,663 xy 
Sale of power........ M 26,615 224,79) 
Gross operating revenue....... «- $18,894,57: 
Operating Expense and Charges: ; 
Current operating eLirah 
Way and structures. . $1,055,856 
Equipment........... 1,690,175 
POWEE iss sco siy wiaieeisis ys 1,852,732 
Transportation expense 6, si 803 
Traffic expense. . y 630 
Injuries and damages 
TESETVES). Sia)vs vias kode 1,133,674 J 
General and miscellan- 7 
COUP nai atalocs aqeaneene 720,203 
Depreciation reserves.. 1,500,000 
$14,684,076 E 
DEBRCA sci vins > aeein.crcets eh 1,810,701 vy 
Total operating ex- ; 
pense, depreciation hs 
and taxes. UTE oo chee $16,494,778 
Income from operation...,...... $2,399,796 
Non-operating Income: 
Rents—Less expenses and 
taxes $11,092 
Interest on deposits...... 13,503 
Interest from investments 260,829 
Miscellaneous.........-- 24 285,445 
Gross!imeonie nsjensesiel ea os ogi $2,685,246 
Other Deductions: * 
Interest on bonded debt.. $2,361,980 
Interest on receiver’s cer- 
tifieates ci ocr cnieveieis rate 252,000 
Interest on bond interest 
coupons matured—not a 
PAIG SHS ates ea Wve 36,360 
Interest on mill tax judg- 
mentee Vast heer 143,779 
Amortization of discount 
and expenses in connec- 
tion with sale of re- 
ceiver’s certificates, 
Series “Bisse ues ware 74.717 
Income tax on bond cou- 
PONS! Na Cae e eee S 21,000 ‘ 
Bank services, payment of oh 
bond and receiver’s cer- ; 
tificates, interest coupons 2,677 2,892,51 
Net loss for the year from railway : 
OPEreMOOS, ack iche sane a tee $207,268 
Less: Net rental income from bus equip- ! 
Ment: ea eiita he ots es Melee eee 1,09 
Net loss for the year...... gsi $206,17. 


CONDENSED INCOME ACCOUNT OF THE UNITED RAILWAYS, 


ST. LOUIS, FOR YEAR 


1921 TO 1925, INCLUSIVE 


Revenue from transportation.............. 


1925 1924 1922 
ets Bye 775 $19,288,743 $20, O30 765 $19,740,118 $19, 496,04 


Revenue from other railway operations..... 4,798 226,531 232,679 223, 437 9,60: 
Gross operating revenue................% $18,894,574 $19,515,275 $20,453,445 $19,963,555 $19,658,55 
Operating expenses (including depreciation).. 14,684,076 15,093,195 15, 123, 183 14,895,508 15,093,218 
Surplus over operating expenses.. $4,210,498 $4,422,080 $5,330,262 $5,068,047 $4,565,33. 
FL GROG cia gies Sree Peal ial eld eet 1,810,701 1; 772, 134 = 1,832,602 1,845,722 1 167569 
Income from operation............+..+++ $2,399,796 $2,649,945 $3,497,659 $3,222,324 $2,889,63. 
Income from other sources...........2.-22 449 287,870 225,700 202,830 216,349 


Gross income (less operating expenses and 


HEROR) 3. Miva oie sistas scans gd occle hte en Maias eee ae $2,685,246 $2,937,816 $3,723,359 $3,425,155 $3,105,98 
Deductions from income................05- 2,892,514 2,907,939 2,913,614 2,912,063 2, 802, 93 
Net income—Railway .. aus << ejeviciwe es sie $207,268 $29,876 $809,745 $513,091 $303,04 
Net rental income from bus equipment.. 1,093 0 0 0 
Divideride: We cee i occa eta Muerahena ee 0 0 0 

Burplyus jer sere cele bis ne ee Peieis pide eager «. $206,175 $29,876 $809,745 $513,091 $303,04 


Figures in italic denote deficit. 


TRAFFIC STATISTICS 


Revenue passengers. 


Transfler pasben@ers.. 65 se eids cee oe tae 


1925 1924 
270,105,400 279,222,520 292,671,781 
145,698,764 149,555,651 


1923 1922 19 
286,076,475 282, M41, 19 


155,343,193 152,261,868 150, ‘562,35 


Total paswengerse scsi sins < ude a eareae 


Percentage of revenue passengers using 


415,804,164 428,778,171 


448,014,974 438,338,343 433,009,54 


SPADIGPONR ote aig h SFS 0: vss sss Sin aS 53.94 53.56 53.08 53.22 53.3 
Average fare per passenger (including trans- ! 
fern) Cemts eccte pes sh tnd Lae Oe a ate i ba 4.49 4.50 4.49 4,48 
Average fare per revenue passenger, cents. 6.89 6.89 6.89 6.855 
Passenger garemiles: oi. 5.8 sos case's cele oe ee 42, 440, 837 43,91 \ 064 45,652,714 44,229,300 44,229,2108 
Revenue passengers per car-mile............ 6.36 6, 36 6.41 6.47 6. 34 
Total passengers per car-mile.............. .. 80 9.76 9.81 9.91 9.79 


a 


val 
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STATEMENT OF CAPITAL EXPENDITURE 
MADE BY THE UNITED RAILWAYS, ST. 


LOUIS, 1925 
Way and structures...........0seeeeees $318,084 
RUCHED INONE 4 ais ic/cleiceldicinle's| eitveumejecaieie| a oleve H 
COBRA Rice t Stir es 0A ar: 94 ene ae 6,563 
otaladditionss.. os sic ticsisiniies coco $415,681 
. Deductions: 
| Way and structures. $21,728 
Equipment 183,118 
13,801 
Motal ded Uctonss... ih sides cee cles $218,648 
Net addition during the year.......... 


iti i f $197,032 


amount being the balance of judgment 
obtained by the city against the com- 
pany for mill tax to Dec. 31, 1918. The 
interest on this judgment, however, has 
been provided on the books to Dec. 31, 
|} 1925, and the current mill tax has been 
| paid regularly. 

' The total taxes, street paving costs 
and expense on account of city sewers 
construction were $2,229,193, or 11.8 per 
cent of gross operating revenue, or 
0.825 cent per revenue passenger, as 
compared with 0.796 cent per revenue 
passenger in 1924. 

In addition to the direct taxes the 

United Railways expended $365,399.65 
for street paving and furnished free 
transportation for the policemen and 
firemen of St. Louis. 
There was also expended and charged 
to operating expenses an amount of 
$23,993.97 for carrying tracks over or 
around new sewers built by the city. 

The total mileage in single track on 
Dec. 31, 1925, was as follows: 


Miles 
MAE UAC ICO ile site's iia sien wrsla lake aioe ss 347, 2787 
SP OUBEY: CLAGK sy evs ores =p vciamte soe vis oi ve 115.6013 
BU Chel aiatte ls e Mieetce ie mcman\ ovehetclefars el sy a/ stats: «ls 462, 8800 


‘During the year 1925, 0.7486 mile of 
_ track was added and 1.0440 miles was 

' removed. 

Since 1904 the amount of track re- 
construction, renewal and extensions of 
track of the company in the city and 
county was as follows: 


The number of passenger cars owned 
at the end of 1925 was 1,608, of which 
1,429 were motor cars and 179 trail 
cars. This compared with 1,638 at the 
end of 1924, 1,614 at the end of 1923 
and 1,579 at ‘the end of 1922. 

: Thirty-two passenger cars were re- 
' tired from service and destroyed during 
- 1925 and two special cars, “Ariel” and 
_ “lectra,” were converted into passen- 
ger cars for use on the St. Charles line. 
j One hundred and forty-three cars 
were remodeled by changing old-type 
folding steps to well-type steps, with 
manually operated doors. 
- One hundred and ninety cars were 
- equipped with a manually operated trip- 
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ping device on rear door operating 
mechanism, preparatory to one-man 
operation. 

One hundred and fifty-four cars were 
provided with special sash at conduc- 
tor’s booth to give conductor a clear 
view. 

Twenty-six cars of the large “600” 
type were equipped with independent 
air compressors to replace the storage 
air equipment. 

One flat car was entirely rebuilt and 
provided with steel underframing in 
place of wood. 

Twenty cross-bench open cars were 
provided with additional guard rods the 
full length of car on closed side. 

The roofs of 527 cars were painted. 


Cars 
General overhauling and repainting........ 320 
Car body and collision repairs. 1,413 
Truck and motor repairs...........+. é 195 
Revarmishing wee sueers vec os ccs vie ue wee 377 
"Total aa a weieiaateiestase ble» ose cle eales 2,305 


This total compared with a total of 
2,245 in 1924, and 1,861 in 1923. 

Five Six-Wheel Safeway 29-pas- 
senger buses were purchased, the chassis 
from the Six-Wheel Company and the 
bodies from St. Louis Car Company. 

The seven automatic substations, in- 
stalled principally during 1924, have re- 
sulted in improved operating voltage, 
decreased distribution losses, better re- 
turn-circuit conditions and (due to- de- 
creased loads at adjoining stations) a 
reduction in the cost of maintenance of 
substation equipment. Studies are be- 
ing made to determine the most efficient 
operating methods under various con- 
ditions, substation and transmission 
losses at different loads being balanced 
against distribution losses. 

In spite of the fact that the number 
of automobiles registered in St. Louis 
in 1925 was more than 8 per cent 
greater than in 1924, and nearly four 
times as great as at the beginning of 


A437 


the receivership, and in spite of the in- 
creased number of buses and bus lines, 
the increased efficiency of operations 
and the excellent co-operation on the 
part of the police department not only 
prevented a decline but actually caused 
an improvement in the street car trans- 
portation service. 

The average miles per hour (includ- 
ing terminal delays, etc.) for 1925 was 
9.76, as compared with 9.73 in 1924 and 
9.75 in 1928. 

The average number of revenue pas- 
sengers in 1925 was 3.27 per cent less 
than in 1924. Car-miles in 1925 de- 
creased 3.85 per cent from 1924 and 
car-hours decreased 3.01 per cent. 

A check made of a typical day of the 
traffic in and out of the congested 
business district, as published by the 
special committee of the Board of 
Aldermen, was as shown in the accom- 
panying table. 

As in the past two or three years, 
since the great growth of the automo- 
bile traffic, the Saturday, Sunday and 
holiday street car traffic showed in 
1925 a much greater falling off than 
that of the remaining days of the week 
as shown in the accompanying table. 

Toward the latter part of 1925 and in 
the early part of 1926 it would appear 
that the street car traffic is again be- 
ginning to increase and to be gaining 
proportionately over automobile and 
bus competition, 

The popularity of the street car serv- 
ice is also being gradually increased by 
the co-ordinated system of transpor- 
tation started in connection with the 
St. Louis Bus Company early in 1925. 
Under that svstem the 10-cent fare on 
the bus gives free transfer privilege to 
street cars, and transfers from the 
street cars to buses are issued on the 
payment of 3 cents in addition to the 
regular 7-cent street car fare. These 
buses are all run in extension of or in 
supplement to the street railway serv- 
ice, and seven lines of these buses are 
now in operation. 


TRAFFICIIN AND OUT OF THE CONGESTED BUSINESS DISTRICT OF ST. LOUIS 
(Entire business day, 7 a.m. to 6 p.m., both in and out) 


Vehicles — Passengers — Passengers 
Per Cent of Per Cent of per 
Number Total Number Total Vehicle 
Street, caravan see eins sls eweloe ace ee 9,645 9.6 308,779 62.8 32.1 
Private automobiles................005 87,700 87.2 142,759 29.0 1.6 
BUsOs, A apecterces MRI Cet ate bare oe luis stators 1,976 2.0 36,233 7.4 18.3 
Service scare jae meiaem atte ttcirels:vidieis, avec asi ace 1,208 Te) 3,913 0.8 Buz 
Totali es veneeeniegetweintys belie daw 100,529 100.0 491,684 100.0 4.9 
Commercial vehicles...........cce0000 POU, ical! paca DUBOIS! ee ae ss 1.3, 
Total.2atwaremamretetetera gy sisye bia'w ids aravels TS8iS 664s ayn ty aes) DEVICE ial nema fees 3.9 
(Maximum hour, p.m. peak, leaving district, one way only) 
Vehicles Passengers Passengers 
Per Cent of Per Cent of pe 
Number Total Number Total Vehicle 
Streeh Cans aaamendetleyeteiire aiih sie yehva ters 868 8.4 62,332 72.4 71.8 
Private automobiles................0-. 9,291 89.3 17,601 20.4 1.9 
BOR Sh -), cateen erp ote et aires it avedsteisia cents 123 12 5,557 6.5 45.2 
ServicevGana ier apretaeterdstehsre veasv-sre oieveesn\0 117 uel 634 0.7 5.4 
hs siatclo NeoY eee aD Mate ela e° 9 We. e) is dons e) a6 wists 10,399 100.0 86,124 100.0 8.3 
Commercial vehicles..............+.-++ p80 01) ae ta BST 6a 0.8 sets 1.3 
VotaliditevrqeteTmenenataiiere:<\.cuesrislecaectaney, Es sT 2 [eS ei ey SI FOB Sn Maya's 6.8 
PASSENGER REVENUE 
Days Year 1925 Days Year 1924 Decrease Per Cent 
Decrease 
Total or crateyatreletten eines a's $18,628,734 $19,247,650 $618,916 3.22 
Average day.......-....0- 395 51,037 366 52,589 1,551 FIRE) 
Average week-day......... 257 53,637 256 55, 083 1,415 257 
Average Saturday......... 50 55,394 51 57,146 1,751 3.06 
Average Sunday........... 52 35,931 52 38/105 2,174 5.71 
Average holiday........... 6 34,28 7 36,859 2,579 7.00 


Holidays: New Year’s Day, ecoration Day, Independence Day (year 1924, 4th and 5th), Labor Day, 


Thanksgiving Day, Christmas. 


During the year one-man operation of 
street cars was put into effect on 
Sundays only on the Park line, Compton 
line, Tower Grove line and the Sarah 
line. Cars have gradually been fittea 
for such service and operators broken in 
for one-man operation on various lines. 
Regular one-man operation was also put 
into effect on October, 1925, on that part 
of the St. Charles line between Wellston 
and Woodson Road. 

In order to bring about a uniform 
system of entrance on all types of cars 
and to bring weekday operations in that 
respect in line with the one-man opera- 
tions on Sundays, and in order to in- 
crease the rapidity of loading of cars, 
a general front-entrance arrangement 
with “pay-as-you-pass-conductor”, sys- 
tem went into effect in November, 1925. 

In the summer of 1925 an ordinance 
was passed prohibiting parking of auto- 
mobiles in certain congested districts 
between 7 a.m. and 10 a.m. and be- 
tween 4 p.m, and 6 p.m. These hours 
were later changed by a new ordinance 
to 7 a.m. to 9:30 a.m. and 4:30 p.m. to 
6 p.m. This arrangement has helped 
materially in getting cars through 
those districts. 

There was no change in the basic 7- 
cent fare during 1925. 

The total number of employees on 
Dec. 31, 1925, was 5,811, compared with 
5,803 on Dec. 31, 1924, and with 6,014 
on Dec. 31, 1923. The maximum num- 
ber of employees during 1925 was 6,269 
compared with 6,361 in 1924. 

No changes in agreements as_ to 
wages and working conditions were 
made in 1925. But a materially de- 
creased labor turnover and the reaching 
of the fourth year wages by an in- 
ereased percentage of motormen and 
conductors made a material increase in 
the average wages in that department 
over the previous years. 

The total miles in single main track 
of the Missouri Electric Railroad on 
Dec. 31, 1925, were 23.4838. Of this 
mileage 7.6551 was double track, meas- 


INCOME STATEMENT OF THE MISSOURI 
ELECTRIC RAILROAD 
‘Year Ended — 
Dec. 31, 1925 Dec. 31, 192 
Revenue from transpor- 
LABOM Geis ce eisiiele sae $154,897.96 $164,746.82 
Revenue from other rail- 


way operations........ 2,505.10 2,114.26 
Gross operating revenue $157,403.06 $166,861.08 
Current operating expense 
and depreciation.... $160,252.30 $158,973.04 
ARR soi vie cePa-o oipre 13,709. 88 12,452.80 
Total operating expenses, 
depreciation and taxes $173,962.18 $171,425.84 
Toss from operation...... $16,559. 12 $4,564.75 
Non-operating income... . 1,521.50 1,624.30 
$15,037. 62 $2,940. 46 
Interest on bonded indebt- 
CHULGRS oa casein) a aiostiene ates 35,000.00 35,000.00 
Net loss for the year from 
railway operations..... $50,037.62 $37,940.46 
Net loss from bus oper- 
PUODNG ea sae ocean ar PO BOTELOS - remimwroecsys 
Net loss for the year..... $59,544.81 $37,940.46 


ured as such, and 7.8922 single track, 
measured as such. In addition to the 
above there was 0.2814 mile of spurs 
and miscellaneous track. This main 
track mileage includes 2.5139 miles of 
track of the St. Louis County Street 
Railroad, operated as part of the 
Missouri Electric. 
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Financier Optimistic 


Representative of Banking House Says 
Carefully Selected Bonds Should 
Prove Profitable 


Bonds of electric railways, which can 
now be obtained on an attractive basis, 
afford an excellent opportunity for the 
intelligent investor. This is the opinion 
of D. F. Jordan of Halsey, Stuart & 
Company, expressed in an article con- 
tributed by him to the San Francisco 
Examiner. Mr. Jordan says it would 
be premature to say that the electric 
railways have generally re-established 
their pre-war earning status, but for 
those companies which operate in large 
cities under a favorable franchise, 
which enjoy cordial public relations 
and which are economically and 
capably managed he sees the outlook 
as encouraging. 

Mr. Jordan said: 


A study of the situation in electric rail- 
way securities indicates that in certain 
companies improvement has progressed to a 
point which warrants favorable investment 
consideration. 

The difficulties which have confronted the 
industry for several years are too well 
known to require detailed comment. The 
competition of the passenger automobile 
and the bus, the handicap of a stationary 
5-cent fare, and the burden of heavy in- 
creases in operating expenses have com- 
bined to affect adversely the corporate 
earnings. 

The extent to which these obstacles have 
been met and overcome to a large extent 
is not fully appreciated by the public gen- 
erally or by investors. 

The competition of the passenger automo- 
bile and the bus was never so serious as 
might readily have been assumed from 
easual comment. The passenger automobile 
did harm to interurban traffic, but had lim- 
ited effect upon city riding. Bus operation, 
save in outlying districts, has yet to prove 
more economical or serviceable than the 
trolleys. No major city rail operation has 
been suspended and buses substituted per- 
manently for cars. 

Incidentally, the traction lines are car- 
rying more passengers than ever before. 
Their chief difficulty has never been lack 
of traffic, but inadequacy of earning power. 
The handicap of a stationary fare has been 
a more serious problem. <A 5-cent fare for 
a street car ride had become an American 
institution. The companies found it diffi- 
cult to secure rate increases because of 
franchise restrictions and the general im- 
pression that lower operating costs were 
not far distant. 

Eventually, but unfortunately not before 
several companies were brought to the 
brink of receivership, relief came in the 
form of higher fares. The 5-cent fare has 
disappeared save in a few cities like San 
Francisco and New York, where exceptional 
conditions exist. 

In theory, the actual cost of service, large 
or small, should be covered, with a reason- 
able margin of profit based upon capital 
investment, by revenue rates set sufficiently 
high by the regulatory public commissions. 
In practice the companies find it more prof- 
itable to insure earnings by keeping down 
expenses than by seeking higher rates. 

Many economies have been put 
effect, such as one-man cars, decrease of 
transfer abuse, cheaper power, elimination 
of unprofitable lines, substitution of buses 
where economical, reduction of paving obli- 
gations and more efficient equipment. 


Mr. Jordan says that wages, how- 
ever, the chief operating cost, remain 
high and will continue so under exist- 
ing economic conditions, but that it 
should be carefully noted that anything 
approaching a depression in business 
will enhance rather than harm the po- 
sition of the electric railways. 


into 


Property at Rome, Ga., 
Goes to Southeastern 


Acquisition of the Rome Railway & 
Light Company, Rome, Ga., by the 
Southeastern Power & Light Company 
was announced on Sept. 3. The former 
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company, which furnishes electric lighi 
power and transit in Rome, Ga., and 
vicinity, was valued at about $2,000, 
000. As a result of this and other 
recent purchases Southeastern has 
brought under its control practically all 
utilities in Middle and North Georgia 

Passengers carried by Southeaster 
transit systems in July totaled 9,802, 
000, and those carried in the first seven 
months of the year totaled 68,780,585. 
Buses operated by Southeastern carried 
more than 2,500,000 passengers in the 
seven-month period. 


More Moves in Kansas City 
Reorganization 


William G. Woolfolk, president of the 
Kansas City Public Service Company, 
and Powell C. Groner, attorney for the 
company, on Sept. 2 submitted a formal 
request to the State Public Service 
Commission for the issuance of the 
latter body’s formal order transferring 
the properties of the Kansas City Rail- 
ways to the potential owners. They 
also sought permission to issue new 
securities as provided in the reorgan- | 
ization plan. ‘a 

Frank P. Sebree, attorney for the) 
holders of second mortgage bonds of | 
the old company, is said to have entered 
objections to the commission’s issuance 
of the order of transfer. = 

It is said that the filing of the report 9) 
of John T. Harding, special master | 
commissioner, fixes Dec. 1 as the limit | 
in which the physical transfer of the | 
railway may be made, and Mr. Wool- 
fclk has expressed the belief that it will 
be possible to effect the transfer som 
time in October. Tr 

An extension of 124 years of the 
old Jost franchise in Kansas City, Mo., 
so as to permit issuance of 30-year 
securities by the new owners is under 
consideration by the City Council, al- 
though an amendment, said also to be 
under consideration, would stipulate 
that the new company shall sell fifteen 
car tickets for $1. 

On the other hand, Howard Payne, 
city clerk of Kansas City, Kan., was 
notified on Sept. 3 that the reorganiza- 
tion plan of the Wyandotte Railways, 
successor to the Kansas City Railways 
in that city and a subsidiary company 
of the Kansas City Public Service Com- 
pany, potential owner of the old Kan- 
sas City Railways, had been approved 
by the Public Service Commission of 
Kansas. Simultaneously the commis- 
sion authorized the issuance of $1,250,- 
000 of first mortgage bonds to finance 
the property. 

Through Mr. Woolfolk, president, 
and Mr. Groner, attorney for the Kan- 
sas City Public Service Company, the 
Wyandotte company on Aug. 17 applied © 
to the Kansas commission for authority § 
to consummate reorganization of the 
property in Kansas and for a certificate — 
of convenience authorizing the issuance 
of the necessary securities. 

Mr. Groner said the plans of the 
company included the re-establishment 
of service over the Twelfth Street via- 
duct to the Argentine district and that 
further extensions and improvements 
of service would be taken up for discus- 
sion with the city authorities imme- 
diately, when the property has been 
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‘finally transferred to its purchasers by 
‘the federal court. Service over the 
iaduct has been eliminated since the 
‘reconstruction was begun in October, 
1923. Mr. Woolfolk, however, is said 
virtually to have promised service over 
the bridge by Oct. 1 if the company’s 
‘plans were approved soon by the Kan- 
‘sas commission. 

| No franchise for operation in Kansas 
‘City, Kan., has yet been applied for by 
‘the new company, but it is said that the 
‘city commissioners will demand the ful- 
jfillment of various obligations of the 
‘Kansas City Railways before a fran- 
‘chise will be granted the Wyandotte 
‘company. 


Radial Lines Report Deficit 


| In a recent report the Hydro-Electric 
Power Commission of Ontario stated 
‘that the total deficit on all divisions of 
‘the York Radial Railways was $162,022 
‘tor the six months ended April 30. For 
| the similar period last year the loss was 
| 


$142,276, while two years ago it was 
$172,925. Revenue from the Scarboro 
nd Mimico divisions was less than that 
eturned last year, while on the Met- 
ropolitan it increased slightly. 


' Operating expenses were $366,669, 
‘while the income from the three divi- 


‘sions was $303,059. The deficit from 
)peration shown is $63,609. To this is 
‘added interest to the extent of $93,237, 
and taxes to the amount of $5,175. 


I.R.T. Directors Nominated 


| Herman A. Metz, former City Comp- 
Yroller, was named on Sept. 8 by the Tran- 
sit Commission to continue as a direc- 
jor representing the public on the board 
‘£ the Interborough Rapid Transit Com- 
any, New York, N. Y., for a three- 
year term: Mr. Metz, head of large 
peice! enterprises and identified with 
i illing and banking interests, already 
jas served three years on the Inter- 
Sorough board and his re-election by 
‘the board is taken for granted. 
I Edward J. Berwind, Mortimer N. 
Suckner and Charles E. Dunlap were 
ominated for re-election as directors 
£ the Interborough Rapid Transit 
SJompany by holders of Interborough 
oting trust certificates. Charles Day 
‘vas nominated for re-election as a 
Jirector representing the 5 per cent 
Hirst and refunding mortgage bond- 
olders. The annual meeting for the 
lection of directors will be held 
ept. 22. 


4 Receiver Takes Management of 
Insolvent Road 


1 Frederick W. Kruse, former Supreme 
Nourt Justice and member of the Ap- 
Wellate Division, named receiver for the 
lean, Bradford & Salamanca Railway, 
lean, N. Y., when it was declared in- 
Yolvent, has taken up the duties of his 
“Jew office. 
| The company was placed in the hands 
“f a receiver as a result of action taken 
Vy Justice Thomas H. Noonan in Su- 
‘reme Court in Buffalo. 
) Judgment creditors were represented 
John K. Ward, attorney, Olean, 
ormerly city attorney, and James P. 
uigley, Olean attorney, appeared for 
e company. The State Tax Commis- 
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sion and the public were represented by 
Donald §S. Dudley, deputy atcorney- 
general. 

It is the second time the property 
has gone into the hands of a receiver. 
The present company is a reorganiza- 
tion of the Western New York & Penn- 
sylvania Traction Company. 


Car Line Dismantled in Indiana.— 
Work has begun of tearing up the rails 
on the Normal City line of the Union 
Traction Company of Indiana, at Mun- 
cie, Ind. The line served one of the 
most populous parts of Muncie, the seat 
of the eastern division of the Indiana 
State Normal School. Two bus lines, 
one of them owned by the traction com- 
pany, are now being operated between 
this section and the business district. 
Bus competition also caused the rail- 
way to abandon its Avondale line run- 
ning to the southwestern part of the 
city. Traction buses are operating over 
that route. Only four car lines have 
been retained in service. 


Would Abandon Portion of Line.— 
The Buffalo & Erie Railway, Fredonia, 
N. Y., filed on Sept. 7 a certificate of 
abandonment of that portion of its con- 
structed road in the city of Lackawanna 
on Ridge Road between South Park 
Avenue and Abbott Road. 


Quarterly Dividend Deferred by In- 
dianapolis Railway.—The Indianapolis 
Street Railway, Indianapolis, Ind., has 
sent the following notice to preferred 
stockholders: “The expenditures found 
necessary to protect the company’s 
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property against the recent attacks of 
labor agitators and to restore normal 
transportation conditions, together with 
the constantly increasing use of pri- 
vately owned automobiles and con- 
tinued bus competition, were very fully 
considered at the last meeting of the 
board of directors and it was voted 
unanimously to defer the payment of 
the quarterly dividend on the preferred 
stock due Sept. 1, 1926.” 


Railway Placed Under Receivership. 
—The Denver & Interurban Railway, 
Denver, Col., known as the Kite Route, 
running between Denver and Boulder, 
was placed in the hands of a receiver 
on Sept. 2 by Federal Judge Robert E. 
Lewis of the United States Circuit 
Court of Appeals, acting as United 
States district judge at Denver. Will- 
iam H. Edmunds, general manager, 
was named receiver. This is the sec- 
ond time the road has been placed in 
the hands of a receiver. On June 12, 
1918, Federal Judge J. A. Riner of 
Cheyenne, Wyo., sitting for Judge 
Lewis at Denver, ordered the road into 
the hands of a receiver on the applica- 
tion of the Guaranty Trust Company, 
New York, acting for the holders of 
bonds secured by a mortgage on the 
property. At that time the road ‘was 
unable to pay interest on $1,000,000 in- 
debtedness. Three years later Judge 
Lewis restored the road to its private 
management. The Kite Route is a sub- 
sidiary of the Colorado & Southern 
Railroad. Only recently the road 
officials placed buses in service as an 
aid to the electric line. 


Book Review 


Year Book American Engineering 
Standards Committee—1926 


American Engineering Standards Com- 
mittee, New York, N. Y. 75 pages. 


Growth in the magnitude and savings 
resulting from standardization work 
are shown in the Year Book of the 
American Engineering Standards Com- 
mittee just issued. More than 200 def- 
inite standardization projects are now 
in process or have been completed and 
365 national trade associations, techni- 
cal societies and government bureaus 
are co-operating in the work. All this 
has resulted in some 1,600 representa- 
tives co-operating. 

For the convenience of those inter- 
ested, the A.E.S.C. maintains a file of 
specifications, which are sold at cost. 
These include standards issued by all 
the foreign standardization bodies with 
which it regularly exchanges informa- 
tion and for those of all the national 
trade associations and technical socie- 
ties in the United States which have 
issued standards and _ specifications. 
This is done as a means of co-operating 
in the important work represented in 
the National Directory of Commodity 
Specifications recently published by the 
Department of Commerce. 

About 7,000 standards are available 
for examination and reference in the 
file of the A.E.S.C. This information 


service is of particular value to engi- 
neers in specifying various materials 
used. Of the projects studied during 
the past year, nine relate to trans- 
portation. Of these, six have been ap- 
proved by the American Engineering 
Standards Committee. 

The Year Book lists the member 
bodies, gives outstanding developments 
and work accomplished, explains the 
relation of the American Engineering 
Standards Committee to various asso- 
ciations and lists the individual stand- 
ardization projects that are now under 
consideration and indicates the stage 
of development that has been reached. 
Rules of procedure for establishing 
American standards are given together 
with a list of co-operating bodies that 
are assisting in this standardization. 


The Universal Directory of 
Railway Officials 


The Directory Publishing Company, Ltd., 
London. 398 pages. $5 post free. 


This is the 32d annual edition of the 
Universal Directory of Railway Offi- 
cials, compiled from official sources 
under the direction of the editor of the 
Railway. Gazette. The book gives, first, 
a list of railroad societies, associations 
and unions in the United Kingdom, with 
their officers; then tabulates the rail- 
roads. themselves alphabetically under 
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the various countries of the world, 
showing their complete organization 3 
and lastly, an index of all the officials 
of the roads with cross-reference to the 
section in which the administration of 
their road is elaborated. 

The Universal Directory will be 
found most useful in the offices of rail- 
roads having international interests, for 
no other publication contains a complete 
list of the officials of the principal 
roads all over the world. 


McGraw-Hill Books 
McGraw-Hill Book Company, 
York, N. Y. 260 pages. 


This is a complete catalog with a 
classified table of contents, authors’ 
index and a subject index. 


Inc., New 


Blue Book of Southern Progress 


Published by Manufacturers Record, Balti- 
more, 1926. 3870 pages. Price 50 cents. 


Owing to the great developments in 
the southern part of the United States 
there is a wider interest throughout 
the country in this section. The Blue 
Book of Southern Progress opens the 
door into realms of wonder, the work 
of Southern resources and Southern in- 
genuity. A survey of the South gives 
a birdseye view of the great achieve- 
ments which are being performed by 

’ the people of the Southern communi- 
ties. The 1926 issue of this book, 
largely the work of Richard H. Ed- 
monds and Howard L. Clark, is de- 
signed to stimulate the Southern people 
themselves with a desire for a broader 
knowledge of their own region. The 
book is complete and more comprehen- 
sive than any other edition. A study 
of the development of every phase of 
Southern life is made. It includes such 
subjects as railroading in the South, 
agricultural development, manufactur- 
ing, building and construction, mineral 
expansion, with complete summaries of 
the country’s economic progress, the 
South’s economic progress and the 
economic progress of individual South- 
ern states. Many pictures are included 
to enhance the interest. 


Addresses by Preston S. Arkwright 


Public Relations Department, Georgia 
Railway & Power Company, Atlanta, Ga. 
386 pages. 

Because his words of wisdom fell 
upon willing and anxious ears the 
addresses of Preston S. Arkwright 
have been put into book form as “a 
permanent record of his expressions 
upon public utility affairs.” The presi- 
dent of the Atlanta property has been 
called upon on many occasions to speak 
before public gatherings on public util- 
ity subjects and iis speeches cover a 
wide ranzz. A cursory glance at the 
table of contents shows his versatility 
and adaptability, while his ideas on 
creating company spirit and courting 
public favor are worthy of the attention 
and assimilation of railway magnates. 
In publishing the book the public rela- 
tions department of the Georgia Rail- 
way & Power Company hopes it will 
increase the employees’ “pride in their 
vocation and stimulate greater enthu- 
siasm in the principles of public utility 
service.” 
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G. C. Whitney with 


Commission 


Assistant Signal Engineer of Brooklyn 
Company Takes Similar Post 
with New York Body 


Gilbert C. Whitney, formerly as- 
sistant engineer with the Brooklyn- 
Manhattan Transit Corporation, Brook- 
lyn, N. Y., has been appointed to the 
newly created position of signal engi- 
neer with the State of New York Tran- 
sit Commission. Mr. Whitney is per- 
sonally responsible for several modern 
advances in the railway signaling art, 
among which are to be found basic 
studies and patents in color-light signal 
design; automatic track circuit control 
of power-operated switches which also 
provides positive approach and route 
locking independent of the switch and 
signal operating levers; the induction 


G. C. Whitney 


circuit controller for the reversible con- 
trol of electric circuits without con- 
tacts; the Whitney indication system in- 
stalled on the lines of the Brooklyn- 
Manhattan Transit Corporation, which 
provides continuous indication of train 
position, train movement and motor-op- 
erating characteristics, and also pro- 
vides a continuous index as to the con- 
dition of insulated joints and detects 
local defects in the propulsion current 
return system and without contacts or 
moving parts, and more recently the 
reversible control of signal circuits 
without contacts or moving parts. 

Mr. Whitney received his early train- 
ing in the public, high and state normal 
schools at North Adams and the Buffalo 
Technical High School, _ After a very 
broad practical training in the elec- 
trical and mechanical arts, obtained in 
part with the General Electric and New 
England telephone and telegraph com- 
panies, he entered the railway signal 
field in 1905 at the Buffalo factory of 
the General Railway Signal Company 
and was employed on manufacture, 
assembly, test, field installations, esti- 
mates and engineering until 1909. 

He then entered the employ of the 
New York Central Railroad in the elec- 


Personal Items 


tric zone and there was concerned with 
signal repairs, maintenance, drafting, 
circuit design and estimates until 1912, 
when he became assistant engineer with 
H. 8. Balliet, assistant terminal man- | 
ager and signal engineer. From 1917 
to 1918 he was employed by J. .M. Wal- 
dron, signal engineer of the Inter- 
borough Rapid Transit Company, chiefly 
on scientific signaling studies and cir-— 
cuit design. From 1918 until his recent 
appointment he has been assistant engi- 
neer with R. C. Johnson, signal engineer 
of the Brooklyn-Manhattan Transit 
Corporation on the development, in- 
stallation and maintenance of signals 
on the elevated and subway lines in 
New York and Brooklyn. Mr. Whitney 
was born April 9, 1883, at North 
Adams, Mass. “a 


A. J. Schulthess Superintendent 
at Spokane 


Appointment of A. J. Schulthess a 
general superintendent of the Spokane 
United Railways, Spokane, Wash., was 
announced on Sept. 1 by M. W. Birkett, 
vice-president and general manager. 
Mr. Schulthess will be the operating 
head of the United system to replace 
the late R. A. Willson, assistant gen- 
eral manager, who died in August. He © 
joined the staff of the Spokane Traction — 
Company in 1904 and has been active 
in railway work in Spokane for 22 
years. He was employed by the Wash- — 
ington Water Power Company in 1910 
and has been assistant to Mr. Willson 
since that time. At the time of the © 
consolidation of the railways in Spokane © 
in 1922 he was made superintendent of — 
properties and his promotion at this — 
time includes the position of manager 
of Natatorium Park, owned by the 
United. 


Frederick Krug, formerly superin- — 
tendent of power preduction of the 
Porto Rico Railway, Light & Power 
Company, San Juan, Porto Rico, has 
recently been appointed assistant to — 
C. C. Giles, who is now president of 
that company as well as of the Porto 
Rico Railways Company, Ltd., the hold- ~ 
ing company. Mr. Krug has been affil- — 
iated with the Porto Rico properties — 
since 1922, when he became. superin- — 
tendent of the La Plaza hydro-electric — 
plant of the Porto Rico Railway, Light — 
& Power Company. He had formerly © 
served as assistant superintendent of — 
the electrical department of the New 
York-Honduras-Rosario Mining Com- | 
pany. ia 

J. K. B. Hare, formerly in charge of — 
syndicate public utility sales for the 
Pittsburgh district of the Westinghouse — 
Company, has been appointed manager | 
for the company at Columbus, Ohio. 
Mr. Hare has been employed with the 
Westinghouse Company since 1912. He 
first enrolled in the employ of the West 
inghouse Air Brake Company as a 
draughtsman, and later entered the 
sales department, serving in the Chat- 
tanooga district. : 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Exports of Electrical Goods 
Increase in June 


_ Exports of electrical goods from the 
United States during June, 1926, totaled 
$8,591,570, an increase of $2,650,760, or 
more than 44 per cent above those of 
June, 1925, and an increase of $1,165,- 
670 when compared with May, 1926. It 
was the third highest month since 
May, 1921, being exceeded only by 
April, 1926, which reached $9,070,500, 
and December, 1925, which totaled 
$8,808,600. These figures were pub- 
lished by the United States Department 
of Commerce, Bureau of Foreign and 
Domestic Commerce. : 

Exports of electrical equipment of 
particular application to electric rail- 
way usage for the months of June in 
each year were as follows: 


June, 


June, 

1925 1926 
Direct-current generators... 46,652 102,348 
Alternating - current gen- 

BR UEOLS ) ocaedeyauauprossisiovale eles 81,532 174,728 
Storage batteries .....).... 198,921 278,535 
Transforming or converting 

apparatus .......... ....310,818 290,566 
Transmission and distribu- 

tion apparatus .......... 4,181 559,265 
Railway motors .......... 21,619 86,139 
Electric locomotives ....... 749 72,227 
Railway signals, switches 

and attachments ........ 77,094 32,485 
Copper bare wire.......... 114,952 294,037 


Goldschmidt Thermit Receives 
Another Federal Decree 


A final decree for an injunction has 
just been issued by the United States 
District Court for the Western District 
of Missouri against the Liquid Steel 
Welding Corporation, Anton Lucas and 
others of Kansas City, Mo., in a suit 
for infringement of patents brought 
by the Goldschmidt Thermit Company, 
a subsidiary of the Metal & Thermit 
Corporation of New York City. The 
suit involved the same three patents 
which were at issue in the suit of the 
Goldschmidt Thermit Company against 
the Alumino Thermic Corporation of 
Roselle Park, N. J., and others in which 


a decision was recently rendered by the 
U. S. District Court of New Jersey, 
Judge Bodine presiding, in favor of the 
same plaintiffs. The Liquid Steel 
Welding Corporation of Kansas City is 
reported to have ceased its operations 
and permanently closed its plant. 


Personnel Changes in General 
Body Company 


W. M. Peters has assumed control of 
the sales organization of the General 
Body Company of Defiance, Ohio. Rich- 
ard McCrackin has been made manager 
of the company’s plant. Manufacture 
will be continued of the “Miller Built” 
line of bus bodies and in addition the 
company will furnish commercial bodies 
and a full line of cabs. 

The General Body Company is oper- 
ating the plant formerly occupied by 
the Trumbull Wagon Works Company 
and has in excess of 100,000 sq.ft. of 
manufacturing space, of which 75,000 
is in the main building. The mill room 
has a capacity of approximately 10,000 
ft. of finished stock per day. Power is 
furnished from the company’s own 
plant, which supplies both steam and 
electric power. 

Considerable is 


foreign business 


‘anticipated by the company due to its 


long experience in building and prepar- 
ing bodies and buses for foreign ship- 
ment. This will, of course, be in addi- 
tion to the domestic trade. Mr. Peters, 
the new sales manager, was for several 
years with the White Company before 
forming his present affiliations. 


Outside Exhibits Banned 
at Cleveland 


Director of Exhibits Fred Dell, who 
is in charge of the big show to be 
staged by the American Electric Railway 
Association at Cleveland, Oct. 4-8, again 
wishes to call attention to the action of 


‘the executive committee in barring ex- 


hibits or demonstrations elsewhere than 
in the spaces provided for such 


J 


Arrange Inspection Trips After 
Noon, Friday, Oct. 8 


All manufacturers in the Cleve- 
land territory who are planning in- 
spection trips to their plants and 
other forms of entertainment for 
convention delegates are asked by 
the executive committee to abide by 
the plan of scheduling all such 
affairs following the close of the 
regular convention program. By 
noon on Friday, Oct. 8, all meetings 
will be over and the inspection of 
exhibits terminated so that inspec- 
tion trips held after that time will 
receive the undivided attention of 
delegates. In return for co-opera- 
tion in this program it is planned 
to give full information on all sched- 
uled inspection trips in the official 
program of the convention. 


purposes in the buildings and grounds 
of the convention. The text of the com- 
mittee’s resolution bearing on this mat- 
ter was published on page 604 of the 
issue of ELECTRIC RAILWAY JOURNAL 
for April 3, 1926. 


Rail Cars May Now Operate 
on Distillate 


Delivery is now being made of ten 
additional gas-electric cars for the Bos- 
ton & Maine Railroad. They are being 
built by the Osgood-Bradley Car Com- 
pany, Worcester, Mass. The electrical 
equipment is furnished by the General 
Electric Company and the gasoline and 
distillate burning engine by the Winton 
Engine Company of Cincinnati, Ohio. 
These are the first rail cars in the 
country to employ distillate as a fuel in 
the prime mover. The special carbu- 
retor which makes possible the change- 
over from gasoline to distillate when 
the engine is turning over at approxi- 
mately 400 r.p.m. is installed on the 
cars by the Electro-Motive Car Com- 
pany, although it is not manufactured 
by that concern. 

Hight of the new rail cars are to be 
61 ft. in over-all length, while the re- 
maining two will be 73 ft. long. The 
generator and power plant on each car 
are the same, being capable of 275 hp. 
at 1,000 r.p.m. The engine burns gaso- 
line at low speeds and distillate at the 
higher speeds, the point of change-over 
being governed by the position of a 


One of the Two 73-Ft. Rail 


Cars Just Delivered to the Boston & Maine Railroad 
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damper in the carburetor. It is neces- 
sary only to carry 50 gal. of gasoline in 
a small auxiliary tank, while the main 
fuel tank of course contains distillate. 
The cars are designed to operate with 
an auxiliary trailer coach and will be 
placed in service for light traffic han- 
dling on various of the Boston & Maine 
lines. The railroad will have sixteen 
rail cars which embody the electric drive 
feature when all of the present order 
have been delivered. It is estimated 
that from 30 to 50 per cent saving in 
fuel costs will be effected with the new 
distillate-burning feature. 


Distribution to Be Discussed at 
Congress of American Industry 


One of the major phases of economics 
to be considered at the Congress of 
American Industry being held at Phila- 
delphia, Sept. 7 to 24, is the distributor 
as a factor in American life and busi- 
ness. 

In this connection it has been an- 
nounced that Albert L. Salt, president 
of the Graybar Electric Company, will 
address the congress and describe in de- 
tail the function and significance of 
twentieth century distribution methods 
in their relation to the producer and 
consumer. 


Chicago & Joliet Cars Built 
by Cummings 


In a brief description of the ten new 
interurban cars which have been built 
for the Chicago & Joliet Electric Rail- 
way of Joliet, Ill., which was published 
on page 368 of the issue of ELECTRIC 
RAILWAY JOURNAL for Aug. 28, no 
mention was made of the fact that the 
cars were constructed by the Cummings 
Car & Coach Company. They were 
built in the works of that company at 
Paris, Ill., and embody the latest de- 
signs for interurban service. Four of 
the cars have a seating capacity of 48, 
while the remainder will accommodate 
52 passengers. 


New Ohio Brass Catalog 


Some changes in the order of presen- 
tation have been made in the trolley 
materials section of the new No. 20 O-B 
general catalog now being distributed 
by the Ohio Brass Company, Mansfield. 
Ohio. Electric railway operators will 
find such products presented in a very 
convenient manner. Included in this 


Metal, Coal and Material Prices 


Metals—New York Sept. 7, 1926 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


nds; grogs tong + .°2)27.si5 <5 ea ee $5. 425 
Somerset mine run, Boston, net tons........ 1.975 
Pittsburgh mine run, Pittsburgh, net tons. . 2.00 
Franklin, IIl., screenings, Chicago, net tons 1.575 
Central, Ill., screenings, Chicago, net tons. . 1.50 
Kansas screenings, Kansas City, net tons. . . 2.35 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

2000 £6. ores chat ease tw pra $6.00 
Weatherproof wire base, N.Y., cents per lb. 18.00 
Cement, Chicago net prices, without bags.. 2.10 


ELECTRIC RAILWAY JOURNAL 


grouping, as well as in the rail bond 
section, are a number of new products 
developed and offered to electric rail- 
ways since the last edition of the cata- 
log. The books are carefully indexed 
and cross-references are plentiful. : 
This book of 945 pages, exceeding 
the previous edition by 175 pages, in- 
cludes complete listing of all O-B porce- 
lain insulators, trolley and line ma- 
terials, rail bonds, car equipment and 
mining materials. It is logically di- 
vided and thumb-indexed for the well- 
defined classes of products of this com- 
pany. In addition to descriptive and 
listing information, there are many 
helpful suggestions for the man con- 
cerned with the installation work. 


Trim Should Have Been Haskelite. 


In publishing the list of principal 
specifications on the new street cars 
for the Gary Railway, Gary, Pa., which 
appeared in the issue of ELECTRIC RAIL- 
WAY JOURNAL for Aug. 7, an error was 
made in stating the specifications for 
interior trim. Haskelite was used for 
interior trim instead of the mahogany 
which was specified, 


Track and Line 


United Electric Railways, Providence, 
R. IL. will double track the highway 
over the entire length of the proposed 
improvements being made by the city. 
The single track on Smith Street be- 
tween Elmhurst and Oakland Avenue 
is being removed. 


Trenton & Mercer County Traction 
Corporation, Trenton, N. J., will install 
a loop at State and Olden Avenues and 
lay a single track in Wilmer Alley. 

Portland Electric Power Company, 
Portland, Ore., has asked the City 
Council for a franchise to construct, 
maintain and operate railway tracks 
over the new Vista Avenue viaduct, 
now being built. The viaduct is about 
two-thirds completed. 


Power Houses, Shops and 
and Buildings 


Ontario Hydro-Electric Railway, 
Windsor, Ont., is building a converter 
station at McDougall Avenue and Erie 
Street, Windsor. The building, which 
will be of brick and concrete construc- 
tion, will be. equipped with three 
1,000-kw. converters, receiving current 
at 13,000 volts, a.c., and converting it 
to 600 volts, d.c. It will be ready for 
operation about Oct. 1. 


Boston Elevated Railway, Boston, 
Mass., has sold nearly all of the land 
with buildings comprising the Grove 
Hall carhouse site of more than four 
acres. About one-fifth of an acre with 
an emergency truck garage has been 
retained. The garage was constructed 


during 1920 and 1921. There have been 


and are several buildings on the prop- 
erty. Facing on Blue Hill Avenue was 
formerly a large frame and brick car- 
house, the frame part of which was 
erected in 1890 by the West End Street 
Railway. The brick part was a stable 
belonging to the Highland Street Rail- 
way. In 1922 the front area of the car- 


‘New York, N. Y., has issued the fi 


5 ore, 
ide a er llc ae 


house was reduced by nearly an 2 
The* property also contains substa 
buildings formerly used for carl 
purposes and shops. 


a 


Trade Notes 


Oakite Products, Inc., is the ne 
recently adopted by what was fo: 
the Oakley Chemical Company. 
general offices are located at 22 
St., New York, while the facto 
tinues as heretofore in Bush Te 
Brooklyn, N. Y. Since 1909 th 
pany has manufactured Oakite 
trial cleaning materials. The per 
of the management and the fiel 
ganization will remain the same » 
the new name. = 

American Brown Boveri Electric 
poration, New York, N. Y., an 
the opening of a Boston office 
appointment of George M. Bates 
trict manager. The New England 
office is located at 842 Summer 
Boston, Mass. Mr. Bates was wi 
New England sales force of the We 
inghouse Electric & Manufact 
Company for 28 years, prior to 
ing his latest appointment. He wa 
graduate of Tufts College in 189 
ceiving the degree of B.E.E. 
taking the student course wi 
Westinghouse company he wa 
ciated with the West End Stree 
way and later the Boston Elevat 
Boston, Mass. He joined the sales 
of the Westinghouse Electric & 
facturing Company in 1898. 


New Advertising Literature 


Roller-Smith Company, New — 
N. Y., has issued bulletins 110 and_ 
describing respectively its new f& 
HTD direct-current and HTA altern 
ing-current portable ammeters, Vé 
meters, volt-ammeters and single-phz 
wattmeters. The instruments — 
stated to be small enough for — 
pocket, tool kit or traveling bag, sul 
ciently accurate for all ordinary te 
and light in weight. on 

Gengral Electric Company, Schen 
tady, N. Y., has issued bulletin G 
394 containing information on inducti 
motor-generator sets with capacit 
from 1 to 35 kw. and for use at 
or 250 volts. te 


American Car & Foundry Compa! 


two of a series of folders disclosing t 
reasons which actuated the company 
taking over the active production 
motor bus equipment and in selecti 
the Hall-Scott engine and the Fag 
Safety Coach to uphold its standa 
in this field. Be 

Electric Service Supplies Compa 
Philadelphia, Pa., has issued a 200-pa 
catalog covering a complete listing 
bus equipment for the motor bus_ 
dustry. The book, known as Ca 
9, contains a brief description of sf 
cialties adapted for use on buses 
either the gasoline or trackless trol) 
type. Many diagrams and illustratio 
accompany the text and a list namb 
index and material index are includ 
to facilitate handy reference. a 


